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Radial Drilling Machine. 











The engraving represents an improved radial drilling ma- 
chine, manufactured by the firm of Thorne, De Haven & Co., 
of Philadelphia. It is unneccessary for us to say anything of 
the utility of this tool ina shop, as those of our readers who 
have used such a machine will be quite prepared to admit its 
usefulness. 

In the machine in question, the countersha‘t is on the base 
and the driving-cone pulley and back gearing on top of the 
post, permitting the belt shifter to be placed in a convenient 
position so that a change of speed can be made quickly. The 
geariug is so placed that the arm can be rotated through an 
are of 320 degrees. The cone has four steps, giving, with the 
back-gearing, eight changes of speed. The saddle carrying 
the spindle is traveled on the arm by & rack and pinion oper- 
ated by a hand wheel. The spindle is counterbalanced by a 
weight which is carried by the saddle. This, we believe, is a new 
feature in drills of this description. It is claimed that the 
counter balance taking directly on the 
spindle prevents the latter from dropping 
in the event of lost motion between the 
spindle and feed-rack, thus obviating one 
source of breaking drills. The feed is 
obtained by a rack and pinion, The self- 
acting feed has three speeds and is 
thrown in by a friction clutch, operated 
in the center of the hand-wheel. The 
hand-feed is quick, enabling the drill to be 
run up quickly. 

The table has T-slots on top and side, 
and is raised aud lowered on the post by 
arack and pinion, operated by a tangent 
wheel and worm. ‘The table is gibbed to 
the post, which, it is claimed, reduces the 
leverage and makes a stronger and stiffer 
arrangement than where it is set on @ 
base-plate. When the work is too high to 
go on the table at its lowest position, it 
can be put on the base-plate, which pro- 
jects from the front of the machine. 

This appears to be an excellent design 
of a useful and in many cases indispensa- 
blemachine. 





Pyrotechnic Railroad Signals. 





The Allentown News of March 21 says: 
‘“ Fach passenger train now leaving Cam- 
den Station, Baltimore, is provided with 
a set of signals, which, if properly hap- 
dled by those persons whose duty it will 
be to use them, will prevent accidents by 
one train running into another. For in- 
stance, should an engine fail in making 
steam or jump the track, ora delay be 
caused by other means, the rear brake- 
man will be required to place on the 
track as far in the rear of the last car as 


Gontributions. 





Hints for the Season—Ballasting, &c. 





Now that Winter bas loosened his icy grip, and things that 
have been held fast in his cool embrace for many long months 
are once more movable by the power of man, railroad men will 


called upon to perform many duties of a different nature from 
his every-day work while in winter-quarters. Track-men will 
find much to do to keep things safe and snug, and train-men 
must be ever watchful, for danger is lurking where it is least 
expected. The tiny rivulet hath charms for the poet when it 
** seta out on its journey to go to the sea,” but its “soft mur- 
muring” is doletul music for the ears of those who have seen 
an entire train swallowed in an awful chasm formed in a few 
hours by the action of a treacherous “sparkling streamlet.” 
Track-men should keep a sharp eye on all watercourses, trom 
the smallest ditch and culvert to the largest stream and bridge. 
Itis the former that are the most dangerous and are usually the 
most neglected. Accidents from the falling in of culverts at 
this season are frequent, and they should be thorcughly ex- 
amined as often as possible, to make sure that no undermining 
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experience a pleasant relicf from the prison-like duties of win- | 
ter railroad employment. There will now be a change in the 
programme, and every one employed outside the office will be 


is going on. It is not sufficient that they are all right to out- | 
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| crose-ties resting on stringers, it is advisable to place other 
| stringers on the cross-ties, thus giving the rail a continuous 
| longitudinal support, which not only prevents accident from 
| broken rails but reduces the vibration and strain caused by 
| passing trains. Of course the cross-ties should be securely 
| fastened, that the stringers or rail-plates may in turn be se- 
' cured to them to prevent spreading. 

In this connection it may ba well to bring to the mind of the 
reader the importance of securing the rails on culverts, cattle- 
guards, bridges, etc., in a more thorough manner than is usual- 
ly the case. “Spreading of the track” we see reported as the 
| cause of several serious accidents recently. This is the result 
of nothing short of gross ignorance and stupidity, and is tho 
‘ most inexcusable of all railroad accidents. 

In securing stringers of bridges it is not sufficient that they 

| are bolted to timbers singly and independent of each other. 

They should in some manner be fastened together. Dove-tail- 

ing plank across them at the top at intervals of five or six feet 

| is a secure way of fastening. It is not uncommon to see rails 

| stretched across culverts, etc., of a width of from 8 to 12 feet, 

| and not a spike to hold them. This should be attended to in 

ballasting, not only by seeing that the rails are well spiked to 

| the stringers, but that the stringers are secured to the sub- 

| structure and also ‘ dove-tailed ” together as above mentioned. 

Stringers should not reach beyond their bearing on culverts, 

as that renders them liable to “rock” and move out of place, 

throwing track out of line and shaking 

the entire structure. There is more sta- 
bility in short stringers. 

Some engineers in charge of construc- 
tion build all small cuiver's to full grade 
calculating that when the track is bal- 
lasted they will be correct without being 
disturbed. This isa bad practice. Many 
cattle guards and culverts sre located so 
that the rails will cover them, leaving sev- 
eral feet of the rail at erther side of the 
Opening. When the ties settle into the 
unballasted road-bed the ends of the rails 
are brought so much lower than their 
centers (which are already high) that the 
rails are bent in the form of arainbow 
and are liable to break from the excessive 
strain at the ends of the stringers. And 
besides it gives a road a'slovenly appear. 
ance to see the tops of culverts “ sticking 
up” above the grade. It is better to con- 
struct the masonry or timber work of 
culverts in such a manner that the string- 
ers will lay at sub-grade (with the rosd- 
bed), and when the track is raised, trans- 
verse timbers may be placed under the 
stringers, raising them the proper height 
to biing the track to a true grade, 
Bridges of iron and\heavy masonry, truss 
bridges, long we engine hLouser, 
water tanks, depot buildings of stone or 
brick, shops and all structures of a per- 
maneut character should be built to full 
grade. Sufficient ballast should be pro- 
vided to give an easy approach to these 
until the entire ballasting is completed, 





ossible a torpedo, which, when pressed 
, the wheel of ‘a locomotive, will ex- 
plode with such a report that the engi- 
neer will know that there is danger ahead. . 
Should the torpedo fail to explode, another signal will 
warn the advancing engineer of danger. This will be 
by means of a pyrotechnic signal, and will be placed 
between the torpedo and the disabled train. This last 
signal is ignited by striking one end of it upon a stone 
or hard substance. This causes a cap to explode, and 
the next instant a lurid flame of red or blue light isemit- 
ted from the signal stick after the manner ‘of a blue-light. 
These pyrotechnic signals are provided with a sharpened piece 
of pos 9 and can be driven into the earth ora cross-tie with 
a slight movement, and the flaming signal will burn for nearly 
thirty minutes, and should it accidentally fall into water or snow 
the light will not be extinguished, but burn the same as if in 
an upright position. In order to have the signals and torpe- 
does ready at a moment’s notice, they are to be placed in a 
stout case made of galvanized zinc and given in charge of the 
rear conductor of each passenger train. Each box wil! be sup- 
plied with a set of signal flags anda number of small pyro- 
technic signals, to be held in the hands of brakemen while 
they run to the forward and rear of disabled trains to warn ap- 
proaching trains. 





Missouri Railroad Suits. 





The St. Louis Republican, of March 29, says : 

* Attorney-General Ewing has associated with himself, as 
counsel for the State iu the railroad suits, Messrs. Hill & Bow- 
man, of St. Louis, and Messrs. Phillips & Vest, of Sedalia. The 
suits ara being brought under a resolution of instructions 
adopted by the General Assembly, and are intended to test the 
covstitutionality of the acts by which the lien of the State in 
the Pacific and the North Missouri railroads was sold. The 
disposition of both the counsel for the State and for the rail- 
roads is to obtain, if possible, a speedy determination of the 
question, aud the latter favor the presentation of an agreed 
case, which will prubably be done. The amount stated to be 
involved is thirteen millloas—six millions on account of the 
Pacific, and séven on account of the North Missouri. 

“A consultation took place between the counsel for the 
State yesterday, but it was not decided whether to commence 
the suits in St. Louis or in Sedalia. The papers in the cases 
will be prepared in a few days. - 


Mobile & Little Rock. 

This newiy orgavized company purposes to builé a railroad 
from some poiut on the Movile.& Ohio road near Enterprise, 
Mirs., 120 miles porth of Mobile, northwest to the Misvissippt 
River to connect with a road leading to Little Rock, Ark. The 
curporatois are: 8. D.“Brown, M. D. Giabam, Lewis Troost, 
H. Broun, A. R. Carter, Charles D. Brown, W. H. Boss, 8. L. 


Terrell, Sr., T. F. Pettus, W. H. Hardy, 8..B, McWilliams aud 
8. 8. Calhoun, ; in ae Shit 











RADIAL DRILLING MACHINE, 


side appearances, but, like some of us, they are not safe with- 
out being tested to the bottom. When the earth ia deeply 
frozen, it not unfrequently happens that water finds a passage 
across the embankment back of the foundation of a 
bridge or culvert, and beneath the frost. This is not 


the water should be closely observed at bridges, culverts, eto. 
Asecret passage of water back ofor underneath the masonry 
of aculvert or bridge may be known by an eddy or whirlpool 
on the up-stream side of an embankment, near the face of the 
masonry or timber work, and a “‘ boiling” motion on the oppo- 
site side. The section master should either go himself or send 
a trusty man over the section frequently, to note the changes 
iu water currents and see whether any flood-wood, floating ice, 
etc., has lodged in, any water-course. Box and arch culverts 
should not be forgotten. The smallest stream out of its proper 
course should be attended to at once. 

Rocks and boulders that have remained firm for years on 
slopes and mountain sides need close attention. Accidents 
from snow slides will now give place to avalanches of earth and 
rocks. Broken rails will be less frequent, but the breakages 
will continue to be a source of much trouble until the frost is 
entirely out of the ballast and road-bed. It is not the effect of 
frost on the iron alone that causes frequent breakages, but its 
great disturbance of sleepers, thus giviiig uneven and insuffi- 
cient support. When the frost has ali left, and the ties have al 
come down to a good bearing, brok-n rais will be less fre- 
quently met with. Until then, “look out,” At this season 
track-men can scarcely make better use of their time than by 
keeping their eyes wide open and watching things generally ; 
for at no other time of year are there so many accidents from 
causes ‘‘anlooked for” as at the breaking up of winter. 

In the more southern parts ballasting will now commence, 
and much of this work will be done in the Northern and East- 
ern States as'soon as the condition of the road-bed will allow, 
Some preparation will be necessary on most roads before bal- 
lasting can be done in a thoruugh mauner. Oa old roads, 
where the track has formerly been raised to a grade with 





bridges, culverts, etc., it wilkbe necessary to provide timbers 
of the proper dimensions for supporting the rails on the 
bridges, if of wood, to a height corresponding to that on the 
grade, If the .rails on the bridges have heey supported by 


usually discovered in time to prevent mischief. The motion of 


In short, the grade should be kept as 

uniform as possible both before and after 

ballasting. The heights and depressions 
80 numerous on some roads are a great nuisance in running 
trains, and the road has the appearance of poverty and shiftless 
management. : 

Overhead bridges should be examined before raising the 
track, and, if ‘not high enough for safety, should be raised, 
This is frequently neglected or overlooked, and the loss of 
| Of many lives 1s the consequence. In raising old track where 
; 8 portion of the ties are decayed, enough new ties should be 
| distributed (after the ballast) so that they can be put in the 

track when it is raised and before filling in the ballast, In thig 
way much labor can be saved and the work done in a more 
thorough manner than by renewing ties after ballasting, as is 
frequently done. 

Sume roads have been built in parts of the country where no 
gravel could be obtained for ballast, and as it was thought that 
no ballasting would ever be doue there, the bridges, station 
onildings, etc., were built accordingly, on a level with tho: 
earth embankments. Now, however, broken stone is being 
used extensively for bal ast, and those roads are to be raised. 
in such cases it will be necessary to prepare timbers to be used 
at bridges, etc., so that they may be raised (or the track to 
them) to preserve the true grade, which can be done without 
injury to the bridges. If properly done they will be improved 
by the raising. Wa. 8S. Huntinetor, 








Car Hoist for Transferring Car Bodies from Tracks 
of One Gauge to those of Another. 





To Tue Eprror oF THE RatLRoAD GAZETTE: : 
The St. Louis & Southeastern Railway Company has recently 
completed an arrangement for transferring cars across the Ohio 
River, between Evansville, Ind., and Henderson, Ky. The 
transfer tracks and incline tables are upon the plan of those 
used by the Iron Mountain Railroad at Columbus, Ky., and 
Belmont, Mo. The cars are carried upon barges, of which 
there are two, one for freight and the other for paesen gis, 
These barges are among the strongest ever built npou the Ohio 
River, and are, respectively, 160 and 130 fect in length, with a 
carrying capacity of ten loaded freight cars and two Puliman 
sleepers, 
_ The incline tables are 130 feet long, and are fitted with wheels 
of different diameters, which run upon the transfer tracks, 
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Under the upper ends of these tables are placed friction slides, 
which act as brakes and hold them in their proper positions in 
relation to the barges. As the water in the river rises or falls 
the tables are drawn up or pushed down, so as to always ac- 
commodate themselves to the heights of the boats. The dif- 
ference between extreme high and low water at the points of 
transfer, being over forty feet, necessitates long inclines or ap- 
proaches—those at Evansville and Henderson being 1,200 feet 
each, 

As the gauge of the St. Louis Division of the Southeastern is 
4 feet 9 inches, and that of the Nashville Division 5 feet, the 
trucks of both freight and passenger cars are changed by 
means of a car hoist or elevator, located at Henderson. The 
hoist is adapted to both passenger and freight cars, shifting 
one of the former or two of the latter. It is constructed upon 
the screw principle, and has eight large screws working in 
heavy cast-iron nuts which run in guides secured to oak posts. 
On these nuts are bolted two large pine stringers running the 
entire length of the machine, and to these stringers or hoist 
beams are fitted eight wrought-iron stirrups working on rollers ; 
these stirrups hold in position the lifters and these latter run 
under the bodies of the cars near the transoms and can be 
pushed in and out at will. 

The screws are operated by means of gearing, and the whole 
isrun by a small stationary engine, with the starting and re- 
versing gear so placed that the operator has everything under 
his eye, 

When preparing to hoist, the stirrups are placed in their 
proper positions and the lifters are pushed under the car or 
cars. The time oocupied in hoisting is but a trifle, as it can be 
done in less than half a minute. The whole operation of chang- 
ing will not occupy more than five or six minutes. 

The trucks are shifted by means of two traverse tables, one 
at each end. These tables run upon tracks and carry the 
tracks to a siding, conveniently paced, and bring back those 
of different gauge. It will be seen that by this arrangement, 
when two cars of different gauges are changed at the same 
time, the trucks of one car are simply run forward under the 
body of the other, thus effecting a considerable saving of time. 
As most of the changing will be done in this way, the utility 
and economy of such an arrangement can easily be seen. The 
plan of changing trucks by switching is too complicated and 
requires too much time. 

Everything about the machinery is constructed in the most 
solid and substantial manner. The frame-work is of white oak, 
thoroughly braced and bolted. Great care has been taken in 
its erection to perfectly fit all its parts and make it the most 
successful hoist in the country. It has been constructed under 
the immediate supervision of David Jones, Esq., Civil and Me- 
chanical Engineer. 








Some Labor-Saving Formulae. 





To THe Eprror oF THE RAILROAD GAZETTE: 

I send you the following miscellaneous list of labor-saving 
formule for the benefit of whom it may concern. I have found 
them much more convenient than any in common use, and 
doubt not most of them will be so to others, though they are 
all very easy to solve mathematically; given sufficient time and 
paper. 

None of them have ever been in print before that I know of, 
and all are original, except No. 12, an exceedingly convenient 
formula for many purposes, andI have never met any engineer 
who was acquainted with it, except those from the office of 
John B. Henck, of whom I learned it. 





1. GIVEN THE RADIUS, R, AND TOTAL ANGLE, D, OF A CURVE, 
TO DETERMINE_DISTANCE D (fig. 1). 
Formula.— 


R 
P= cow a * 
= FR X (reciprocal of cos 44 A — 1) 


Demonsiration.—The distance IO = R sec} A, and the se- 
cantof an angle = — or the reciprocal of the cosine. We 


then subtract R from the distance J0. 
Example.—6° curve for 70°. 


cos oe = .819 
into radius 955 gives 
1166 — 955 = 211 feet. 
The same resultis reached, perhaps, more simply by the ta- 
ble of reciprocals, especially when absolute accuracy is not re- 


quired, as follows : Take first three decimals of the cosine. 
Treating them as a whole number, take its reciprocal and point 





off first three decimals ; the remaining decimals are a coefficient 
which 

XB= D 
In above example, 


reciprocal of 819 = .001221 
221 X 955 = 211 feet 

2. GIVEN BADIUS AND TOTAL ANGLE, A, OF A CURVE, TO DE- 
TERMINE CHANGE IN POSITION OF THE CENTER OF THE CURVE 
BY TAKING A NEW BADIUS; OB THE CHANGE, = 2, IN THE VALUE 
or D, Fia. 1. 

Formula,— 

x= Ro R' (reciprocal of cos 4 A — 1) 

Demonstration.—Let 

D+2=D' 
then, by formula 1, se 

D' = R' (reciprocal of cos 4 A —1) 

D=R (reciprocal of cos 4% A — 1) 

z=D+ D’ =R7F (reciprocal of cos 4% A — 1) 
Exampie.—6° curve for 90°; substitute a 5°. 
cos. = = 10% 
Reciprocal of 707 = .0014144 
4144 X 191 (= 1146 — 955) = 134.35 

3. CONVERSELY, GIVEN % IN FORMULA 2, REQUIRED THE NEW 
RADIUS. 

Formula.— 

: ; 2 
_ B= BX Reiprocal of cos A —1 

4, Given THE P. C. oF A d DEGREE CURVE, TO DETERMINE 
THE OFFSET 0 TO THE CURVE, FROM A POINT ON TANGENT, 
DISTANT % STATIONS FROM THE P. C, 

Formula.— 

O = %nd ' 

Demonsiration.—The angle of deflection for n stations = 4nd. 
The chord of an angle of 1° for radius of 1 station is 1.75 feet, 
and for n stations in. Then angle of deflection for n stations 
< chord of 1° for n stations = 4nd X in = jn*d. 

Example.—2° curve, point on tangent 800 feet distant. 

% X 82 = 56 X 2 = 112 feet 

Error.—Less than .1 for ordinary curves with distances of 
200 to 400 feet. Such offsets are usually required to judge ap- 
proximately where a curve will fall before running it, and the 
formula is then sufficiently correct for almost any curve and any 
distance. 

Ona 1° curve, offset 1,500 feet from P. C., we obtain 196.9 ; 
true distance, 197.9. On 4° curve, offset 500 feet distant, we 
obtain 87.5; true distance, 88.6. The formula always gives the 
offset too small. It is capablecf numerous ‘modifications for 
different purposes, some of which are given below. 





5. ON a d DEGREE CURVE, TO DETERMINE THE MIDDLE ORDI- 
NATE M, Fic. 2, FOR AN ARC 2 STATIONS LONG. 
Formula.— 


n»?2 
M=% (7) dad 
Demonstration.— 


The angle a = % “3 


The chord of 1° for stations = { : 
Then, r. : 
n vw n 
M=% "> X tp =%(>) 4 
Example.—Arc 4 stations long on 4° curve. 
% X 2X 4= 14 feet 
Arc .8 stations long on 10° curve. 
% X 42X10 = 1.4 feet 
Error.—In above examples, .057 and .002. 
6. ON A d DEGREE CURVE, TO DETERMINE OBDINATES FoR 100 
FEET CHORDS. 
Formula.— 
M= 0.224 
Deduced from formula 5. 
Example.—Ordinate on 20° curve. 
4.4 = 20 X .22 
Error.—Inappreciable in most instances, In above example, 
.026. Ordinates at quarter points, jm. 
7. ON d DEGREE CURVE, ORDINATES FOR BENDING RAILS. 
80 feet rails, .08 X @ 


di Tine Zs 
” 1X 
6 4 6Xd 
24 “ “ .05 7 d 


Deduced from formula 5. 





8. To DETERMINE THE DEGREE OF A CURVE ALREADY IN. 

Measure the length of line AB, fig. 3, = n stations, from outer 
rail to outer rail, on a line tangent to inner rail. Then, gen- 
erally : 

Formula.— 


_ 
d= n\3 
% (>) 
or, for the common gauge of 4ft. 83in., 
21.7 


‘=a 








Demonstration.—Easily deduced from formula 5. 
Example.—AB measures 270 feet. Then 
2.72 = 7.29 
21.7 divided by 7.29 = 3° curve evidently. 

Error.—Inappreciable. The line AB should be measured in 
two or three places and averaged. The gauge wastaken at 
4.75 in computing constant 21.7. 

9. GIVEN TWO POINTS £ FEET APART, TO LAY OUT A RIGHT 
ANGLE WITH A TAPE. 

Formula.—Hold at 2x and jz; or 3x and tz. 

This is, of course, only the 3, 4 and 5 triangle in a form con- 
venient to remember and apply. 

10. ON A d DEGREE CURVE, GIVEN A NUMBER OF EQUIDISTANT 
POINTS, TO LAY OFF WITH A TAPE, AT EACH, NORMALS TO THE 
CURVE (OR LINES PERPENDICULAR TO THE TANGENT). 

Formula.—Hold as in formula 9, but adding to 2z, §n2d; or 
to 3x, 2n%d, n being the decimal number of stations in x. 

Example.—Points 15 feet apart on 6°curve. Hold, by for- 
mula 9, at 30 and 11.25, adding to 30, however, on account of 
curve, 

xX (15)? X6=.11 
or, hold at 45 and 20, adding to 45, 
2 X (.15)? X 6 = .27 

Demonsiration.—By Formula 4, the offset to any point from 
a tangent to the next point is { n2d. By laying off one right 
angle from that point instead of the tangent, or right-angle 
stake, will be in error 3 of § n?d in the first instance, or § of {n2d 
in the second instance ; equal to a distance along the hypothe. 
nuse of + of } X | n2d = § n3d, in the first instance ; or to a dise 
tance of § of $ X § n2d = 2 nd, in the second. 

Error.—Inappreciable. 

11.—HAVING RUN IN Ad DEGREE CURVE TO A TANGENT 7, Fia. 
4, TO CHANGE 7’ P To STRIKE POINT O, D AND T BEING GIVEN. 





furmula.—Cumpute angie A ; 


D 
tan A = vin 


Determine by it the length of*curve to be added or sub- 
A 
tracted = i= N = nv stations. 


Then always run the curve the angle A’ further. 
% nd 
T+N- 

Demonstration.—The angle A throws us into a tangent parallel 
with the line P O and distant from it, by Formula 4, } nd; 
n°d divided by distance O P’ gives us the tangent of A’; and 
O P’ does not essentially differ from 7+ N. 

Example.— 

T = 1000; D = 100; 3° curve; curve to be lengthened. 


tan A’ = 





100 °o 49° — 
tan A = 000 = 5° 42’ = arc of 1.9 stations. 


. %X192X3~ 9.47 : 
A+ A’ = 6° 2’. 
Same notes, curve to be shortened : 
A = 5° 42’, as before. 
exe xs = 947 
tan A = "5900-190 = 1195 
A—A’ =5° 14’. 
Error.—In the first case, 0; in the second about 1 minute. 
The error diminishes rapidly with D. 
12.—To SOLVE A RIGHT-ANGLED TRIANGLE OF SMALL ALTITUDE, 
GIVEN THE ALTITUDE AND BASE. 
Formula.—Square altitude, divide by twice the base. Add 
quotient to base for hypothenuse. 
Ezample.— 
102 


Base 100, height 10. -— +5. Hypothenuse 100.5. 


= 0° 26°. 








son = 3.125. Base 96 875. 

Error.—In first example, .002; in last, .045. 

This formula is very useful in chaining round obstruction, or 
on sloping ground, figuring length of batter posts, estimating 
increased length from a change of line in location, and many 
similar purposes. An example which comes to my mind may 
be found on page 404 of Trautwine’s Pocket Book. He gives 
the following rule to find the middle ordinate of an arc: 
‘** From the square of the radius take the square of half the 
chord. Take the square root of the remainder. Subtract this 
square root from the radius.” The same result to several 
decimals is given by the simple rule—square the half chord and 
divide by twice radius. 

The origin of this formula may be found on page 85 of 
Henck. 

13.—LEneTus oF BATTER Posts. 

Approximate Formule.— 

3 in. batter; 3, longer than post. 
4in. batter; 7, longer than post. 
6 in, batter; 4 longer than post. 

Exact Formule,— 

234 in. ba.ter; .02 . longer than post. 
3 in. batter; .0308 longer than post. 


Hypotheause 100, height 25. 
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4 in, batter; .054 longer than post. 

6 in. batter; .118 Jonger than post. 

9 in. batter; 4 longer than post. 
14.—To STAKE OUT A TRESTLE ON A CURVE. 





Rule.—Run in points midway between each bent. With the 
distance between them as a base, lay off with a tape isosceles 
triangles ofan altitude = }.length of sill + 1 foot. Seta grado 
for each bent, if on a grade, or every second bent if grade is 
level, marked + 2, +3, etc., showing the number of feet from 
top of stake to bottom of sill. This is all that is required for 
any trestle; but if workmen are untrustworthy set grades in 
the pit after excavation. 

This latter rule is included, though not strictly pertinent to 
the subject, because a vast amount of labor is often needlessly 
expended in staking out trestles. The impulse of the natural 
man seems to lead him to run in points af the bents instead of 
between them; a greater absurdity can hardly be committed. 
Setting right-angle stakes with a transit, or staking the corners 
of the pits and marking cuts on them, all involve only useless 
labor, as a foreman who requires more than above is not fit 
for his position. The sills can be set without sensible error 
directly on a line between the center stakes, the only error 
being that the radius is shortened two or three hundredths. 


. A. M. WELLINGTON. 
Monroz, Mich., March 19, 1873. 








Timber Piers for Wooden . Bridges. 





In an article on this subject, signed “ W. M. J.,” in the Ram- 
ROAD GazettE of March 29, bills of the materials were furnished 
by the writer, but were mislaid, and so could not be given with 
the cuts. We present them below with reference to the figures : 
No. 1.—Pitz Piern—Truss-Beam, 30 Feer Span. (Same arrange- 

ment is suitabie for 50 feet Howe trase, by making distance be- 

tween inside piles 12 feet instead of 9 feet, and wall plates 21 feet 
instead ef 18 feet.) 
Timber Bill for One Pier. 
2bolsters 12x !2io. x 7 feet. 


2 plates, 12x 12in. x 18 feet. 
4 caps, 12x 12in.x 6 feet. 
9 piles, 22 feet long. 


No.2.—Howe Truss, 80 Feet SPaAN—PILeE Pier. 
Timber Bill for One Pier. 
6 holsters, 12x 8in x 8 feet. 
2 plates, 12x 12 in. x 24 feet. 
4 a 12x I2in.x 7 feet. 
13 piles, 22 fet long. 
No. 3.—FRAMED PreER, 80 Feet SPAN. 
Timber Bill. 
6 bolsters, 12x 8in. x 8 feet. 
2plates, 12x 14in. x 22 feet. 


2 sills, 12 x 12in. x 30 leet. 
4 caps, 12 x 12in. x 12 feet. 
4posts, 12x 12iv. x 25 feet 2 in. 
S 12 x 12 in. x 25 feet 6 in. 
12 piles, 18 feet Jong. 
No, 4.—FRramMED Pier, Howe Trus?, 150 Feet Span. 
Timber Bil. 
2 posts 33 teet. 
apo 33 feet 8 in. 
is 33 feet 5 in. 
ie: 83 feet 9 in. 


6 bolsters, 12x 10in. x 9 feet. 
8 plates, i2x 14 in. x 23 feet. 
3 sills, 12 x 12 in. x 34 feet. 
4 caps, 12 x 12 in. x 16 feet. 
6 braces, 3x 10 in. x 30 feet. 
i 3 x 10 ip. x J] feet. 
18 piles, 18 feet long. 








General Ticket Agents’ Association. 





The regular annual convention of the General Ticket and 
Passenger Agents’ Association met at Washington on the 2lst 
of March, 1873, and was called to order by the President, Mr. 
E. A. Ford, of the Atlantic & Pacific Railroad. Mr. Samuel 
Powell, of the Chicago, Burlington & Quincy Railroad, Secretary. 

After some preliminary discussion in reference to the manner 
of organization, it was decided that the present conventiun was 
called under the new coustitution, adopted at the last fall 
meeting of the Association in New York, and that the provisions 
of that constitution must be complied with—one of which is 
that each representative shall present credentials from his 
Managing officer, as follows : -. 


Company, 
To the General Ticket and Passenger Agents’ Association : 
—— is hereby coustituted the representative of 
the Passenger and Ticket Department of this company, at all 
meetings of the Association, and as such representative is 
vested with full power to act for and bind this compauy ip mak- 
ing rates and divisions tor the transportation of passengers 
and baggage, and the adoption of rules and regulations for the 
execution of the foregoing powers ; and to act in such capacity 
until the above delegated authority is revoked, and notice of 
the same given to the Secretary of the Association. 

‘ (Signature.) 

The Executive Committee, after examination, reported that 
the following persons had regular credentials, whereupon those 
delegates named. signed the following : 

“We hereby agree to accépt the constitution and by-laws of 
the General Ticket and Passenger Agents’ Association, and be 
bound by the requirements of the same.” 

Adirondack—vu. E. Durkee. 

Atchison & Nebraska—W. F. White. 

Atchison, Topeka & Santa Fé—A. E. Touzalin. 

- Atlantic & Great Western—W. B. Shattuc. 

Atlantic & Pacific—E, A. Ford. 

Baltimore & Ohio—L. M. Cole. 

Boston, Clinton & Fitchburg—Ed. A. Brown. 

Burlington, Cedar-Rapide & Minnesota—Charlés J. Ives. 


- Burlington & Mi i Bi i Or 
pe om 9 Missouri River Railroad in Nebraska- G. 0. 




















Camden & Atlantic—D. M. Zimmerman. __ 
Central Railroad of New Jersey—H. P. Baldwin. 
Charlotte, Columbia & Augusta—E. R. Dorsey. 
Chesa: e & Ohio—J. F. Netherland. 

Chicago & Alton—James Chariton. 

Chicago, Burlington & Quincy—Samuel Powell. 

Chicago & Iowa—H. Starring. 

Chicago, Milwaukee & St. Paul—A, V. H. Carpenter. 

Chicago & Northwestern—W. A. Thrall. 

Chicago, Rock Island & Pacific—E. St. John. 

Delaware & Hudson Canal Company—S. E. Mayo. 

Des Moines Valley—James Barker. 

Detroit & Milwaukee—A. White. 

Elizabethtown & Paducah—O. Brashear. 

Erie—J. N. Abbott. 

Georgia—J. A. Robert. 

Great Western—W. Edgar. 

Hannibal & St. Joseph—E. A. Parker. 

Illinois Central—W. P. Johnson. ‘ - 

Indianapolis, Bloomington & Western—J. W. Brown. 

Indianapolis, Cincinnati & Lafayette—C. K. Lord. 

Jeffersonville, Madison & Indianapolis—A. Anderson. 

Lake Shore & Michigan Southern—J. W. Cary. 

Little Rock & Fort Smith—H. C. E. Costelle. 

_ Louisville & Cincinnati United States Mail Line—James Fer- 
rier. ‘ 

Louisville, Nashville & Great Southern—W. H. King. 
Marietta & Cincinnati—J. W. Pillsbury. 

Marietta & Pittsburgh—J. A. Kingsbury. 

Memphis & Little Rock—J. H. Perry. 

Missouri, Kansas & Texas—J. D. Brown. 

Nashville, Chattanooga & 8t. Louis—W. L. Danley. 

New Orleans, Jackson & Great Northern, Mississippi Central, 
and Mississippi & Tennessee—S. E. Carey. 

Northern Central—E. 8. Young. 

Northeastern—P. L. Cleapor. 

Northern Pacific—G. G. Sanborn. 

North Pennsylvania—Ellis Clark. 

Northwestern Stage Company—C. C. Huntley. 

Obio & Mississippi—R. T. Brydon. 

Orange, Alexandria & Manassas—J. M. Broadus. 

Pennsylvania—D. M. Boyd, Jr. ° 

Philadelphia & Reading—C. G. Hancock. 

Philadelphia, Wiimiugion & Baltamore—G. A. Dadmun. 

Pennsylvania Company—F. R. Myers. 

Raleigh & Gaston—Thomas Badger. j 

Rockford, Ruck Island & St. Louis—T, Penfield. 

8t. Louis & Iron Mountain—W. R. Allen. 

y . Louis, Vandalia, Terre Haute & Indianapolis—Charies:E. 
ollett. 

South Carolina—8. B. Pickens. 

Toledo, Peoria & Warsaw—H. C. Townsend. 

Union Pacific—Thomas L. Kimball. 

Vermont & Massachusetts—G. Lawrence, 

Western & Atiantic—B. W. Wrenn. 

~~ - & Weldon, and Wilmington, Columbia & Augusta 
—A. Pope. 

Having complied with the requirements of the constitution 
they became members of the Association. 

Several delegates were present without the required creden- 
tials, and the Executive Committee recommended that they be 
admitted as members, with the understanding that they would 
yoosent their credentials at the next meeting. The President 

ecided that they were acting under the new constitution, and 
that being the case that portion of the report of the Commit- 
tee recommending that delegates be admitted without the cre- 
dentials required in the constitution could not be-entertained. 

Mr. C nter introduced a resolution, which was adopted, 
allowing delegates without the required credentials seats in the 
Convention, and the same privileges as honorary members. 

The Convention then proceeded to the election of officers for 
the coming year, which resulted as follows : 

President—E. R. Dorsey, of the Charlotte, Columbia & Au- 
gusta Railroad. 

 -eeaeeemettianai L. Kimball of the Union Pacific Rail- 
road. 

Secretary—Samuel Powell, of the Chicago, Burlington & 
Quincy Rauroad. 

The following Executive Committee was chosen: Messrs. 
W. L. Danley, Nashville Chattanooga & St. Louis Raiiroad, for 
long term (three years); Ellis Clark, North Pennsylvania Rail- 
road, intermediate term (two years); W. A. Thrall, Chicago & 
Northwestern Railway, for short term (one year). 

——— was selected as the place for holding the next 
meeting. 

The committee to whom was referred the revision of by-laws 
reported the following code : 


BY-LAWS. 


Section 1. The annual convention shall be held on the Jast 
Friday but one in March, and the semi-annual convention on 
the last Friday but one in September, in each year, at 11 o'clock 
a. m., unless dispensed with by vote of the Association, at a 
special meeting called for that purpose within thirty days pre- 
— the time of holding either of said conventions as hcrein 
specified. And it shall be the duty of the Secretary to give ten 
days’ notice to the membera of the Association of the time and 
place of holding the regular conventions. 

Sec. 2, Special meetings may be held by order of the Execu- 
tive Committee, or upon the application of fifteen members of 
the Association to the President, stating the place and object 
for holding the same. It shall be the duty of the President, 
within five days after receiving the order ot the Executive Com- 
mittee, or application aforesaid, to call a special meeting in 
accordance therewith, giving ten days’ notice ot the time, place 
and purpose thereof to each member of the Association, a copy 
ot which order shall be filed with the Secretary as soon as 
issued. Andif any such special meeting is called for the pur- 
pose of dispensing with either annual or semi-annual conven- 
tion, as provided in Section 1, a three-fourths vote of the mem- 
bers present shall be required to so order; and upon such de- 
cisioa being made, the regular business for such convention, as 
provided iu the constitution, shall then be proceeded with at 
such meeting, and have the same effect as if done at the regular 
time and place for holding the same. 

Sec. 3. The convention shall be called to order promptly at 
the hour named in Section 1, by the President, the Secre- 
tary shaJl call the roll of members, If a quorum shall be de- 
clared present, the convention shall immediately proceed to 
business. If no quorum shall be present, those assembled may 
adjourn, not to exceed twenty-four hours, at the expiration of 
which time, if no quorum is present, the convention shall be 
adjourned sine die. 

Sec. 4, The order of business shall be as follows : 

1st. Record of members present. 

2d. Eurollment of new members. 

8d. Election of officers. 

4th. Locating next meeting. 

5th. Unfinished businegs. 

6th. Consideration of the report of Executive Committee and 
miscellaneous business. 

7th. Making passenger rates. 


Sec. 6. Reports of committees and resolutions offered for 
copsideration shall always be in writing; and, on request of 
Chairman or any member the maker of. any motion l re- 
duce the same to writing before it shall be entertained. 

Seo. 6. The proceedings of conventions: shall be conducted 
according to the fules in Cushing’s: Manual, so far aa appli- 





cable, 


—_ 7. 1st. Passenger rates shall be fixed in open conven- 
ion, 

2d. The right to make through rates between common pointa 
shall be accorded to the company or companies having the 
shortest line between said points: Provided, That the compu- 
tation of distance shall be made by the usuai route over which 
through tickets are regularly sold and trains run in connection ; 
And provided further, That when a water route forms part of 
such live, and is in competition with a rail line, then the rates 
of the rail line shall be adopted in making the through 2ate: 
Provided, That such through rate shall not exceed the sum of 
the locals of any rail line between such points. 

8d. The rates, when established, shall have the force of a 
contract, and for any violation thereof by any company, whether 
constituents of this Association or not, the aggrieved party 
shall have the — remedy : 

Upon complaint by letter or telegraph to the President (or, 
in case he is a party in interest, to the Vice-President), he 
shall appoint a committee of five disinterested members of the 
Association who can be most readily convened, naming the 
time and ~— of meeting of such committee and its chairman 
and cite the parties at issue through their represeutative of 
the passenger department to appear before such committee at 
said time an! place. After hearing the allegations and proofs 
of the parties, a majority of the committee shall decide the 
question at issue and render judgment. If the judgment is 
against the party complained uf, the committee may recom- 
mend either of the following penalties: Reprimand, ceusure, 
suspension, or expulsion of the representative-of the off-nding 
line from the Association, if he be a member thereof, ur a sus- 
pension of interchange of passenger traftic by all lines conetitu- 
ents of this Association with the offending line, for such time as 
the committee shall adjudge.- In case of either of the four first 
penalties being recommended, the committee shall certify their 
action to the Secretary of the Association, by whom it shall be 
presented to the Association at its next regular meeting for 
approval, and if so approved the sentence shall be carried into 
effect according to the recommendation of the committee ;.or 
the same may be moditied in accordance with the sense of thé 
majority of the Association. 

4th. If the recommendation shall be suspension of business, 
as hereinbefore provided, the several members of ‘the commit- 
tee shall each take a transcript of the charges and evidence 
with their recommendation, to his general mavager or general 
superintendent, and if approved by the majority of such man- 
aging officers the members of the committeé shall forward tuch 
approvals to the Secretary of the Association, who shall forth- 
with issue a circular to all the constituents of the Association, 
reciting the charges, judgment and approval, and requiring all 
such lines to comply therewith under penalty of being subject 
to a like suspension of passenger traffic upon conviction 
thereof, after trial conducted and approved as herein pro- 
vided. 

5th. If the party complained of shall neglect or refuse to ap- 
pear before the committee in obedience to the citation, th 
committee may proceed ex parte. 

6th. In case the prosecuting party shall fail to substantiate 
his charge to the satisfaction of the committee aforesaia, he 
shall be subject to-either of the four first-named penalties, as 
the Association shall, upon certificate of the majority of the 
committee that such prosecution was without provable cause, 
ar to be instigated by mischievous intentions, see fit to 
inflict. ‘ 

7th. It is further provided, that in case one or two. members 
of the committee (specified in Clause 3) shall be absent at the 
time appointed for hearing, the other members may fill the 
vacancies or proceed to hear and determine the case. It four 
members proceed, as herein provided, it shall require the con- 
currence of three to convict. If less than three members shall 
be present, those present may adjourn from time to time till a 
quorum is obtained. : 

(There being a desire on the part of some members to submit 
that portion of Section 7 embraced in 3d, 4th, 5th and 6th 
clauses to the general managers, it was 

Resolved, That so much of Seciion 7, commencing with Clause 
3, to the end of the section, be adopted, subject to the approval 
of a majority of the managing officers of the constituents of 
this Association. Adopted—ayes 40, noes 1.] 

Sec. 8. The Association may admit, as honorary members, 
retired general ticket and passenger agents; such honorary 
members shall be entitled to seats in the conventions of tie 
Association, and may, upon invitation and unanimous consent, 
participate in debate. 

Sec. 9. None but the regular representatives, ex officio and 
honorary members of the Association shall be present at any 
convention of same, or at the meeting of any committee there- 
of: Provided, That by general consent the President may in- 
vite visitors to seats at any meeting of the Association. __ 

Sec. 10. No eng er sone invitation or resolution that does 
not pertain to the legitimate business of the Associatiun shall 

be en ertained, except by unanimous vote. 

Src. 11. Whenever changes are made in the heads of the re 
resentative, ticket, or accounting departments of any road, it 
shall be the duty of the representative of such road to give 1m- 
mediate notice to the editor of the Oficial Railway Guide for 
publication. . 

Sec. 12. Any member appointed on a committee shall serve 
unless excused by the convention. > 

SxEc. 13. These by-laws may be altered, amended or repealed 
at any regular meeting of the Association, by a vote of two- 
thirds of the members present. 

All former by-laws are hereby repealed. 

All which is respectfuily submitted. 

A. V. H. CanpPEenter, - 
Tuos. L. KimBa.., Commitlee. 
F. R. Myers, 

The report of the committee was ates, subject to the fol- 
lowing resolution, offered by D. M. Boyd, Jr. : d 

Resolved, That the Secretary be instructed to print the new 
by-laws immediately, and distribute the same to members of 
the Association at this meetiug, who are requeste.! to submit it 
to their respective managers at the earlicst practicable mo- 
ment for approval or disapproval of Section 7, and shall at 
once notify the Secretary of such decision in writing. in the 
event of the approval of said Section 7 by a majority of the 
managers of the constituent lines of the Association, the Sec- 
retary shall issue a circular, giving notice that said section is 
thereafter in full force and effect. 

SamvEeL Powe ut, Secretary. 

Wasurneton, D. C., March 22, 1873. 








THE SCRAP HEAP. 





Experience with Steel-Topped Rails. 

The Springfield Republican, of March 25, says: ‘The. Ger- 
man steel rails Jaid as an experiment, last fail, for two miles 
east of this city on the Boston & Albany Ruilroad, are not work- 
ing very weil. The steel top fits into the iron bottom somewhat 
wedge-tasbion, aud the weight of the trains is crushing out the 
iron.” 

Wendt's Torsion Oar Spring. 

Wendt, th» Chief Locomutive Engineer of the Berlin & Gor- 
litz Railroad, has obtained a patent tor a car spriag which dee 
pends upon torsion instead of flexion, as in the ordivary plate 
springs, and which, it is claimud, is less liable to break, gives 

ter gecyrity, with 20 per cent, heavier load, is cheaper, gnd 
E easily attached to the car, 
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Editorial Announcements. 





Removals.—The Chicago office of the RAILROAD GazETTE has been 
removed to No. 1% Jackson street, opposite Third avenue.’ 

The New York office of the Raturoap Gazette wi/l be at Room 131, 
No. 73 Broadway, opposite the upper elevator landing, on and after 
April 14. 
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Oorr We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 





Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Inventions.—No charge is made for publisiing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
BXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
pv vache cnet ieee tnasneitmation ef atver- 
tising patronage. 








CHICAGO GRAIN TRAFFIC. 





The grain traffic of Chicago forms an interesting sub- 
ject of study in connection with the routes of transporta- 
tion to and from the city. As the receipts, including 
flour calculated at the rate of 4} bushels per barrel, were 
no less than 88,426,849 bushels—that is about 225,000 car 
loads—it is evident that this is an item of traffic of the 
very highest importance. And so far as receipts are con- 
cerned the railroads get the most of this traffic, though 
the Iliinois & Michigan Canal brought in a little more 
tian 8,000,000 bushels in 1872, or one-eleventh of the 
whole—seven-eighths of it corn. Of the remaining 
80,060,000 bushels carried by the railroads into the city, 
the Chicago & Northwestern moved 21,800,000, the Illi- 
nis ‘Central, 16,450,000; the Chicago, Burlington & 
Q iiney, 18,500,000 ; the Chicago, Rock Island & Pacific, 
13,000,000 ; the Chicago & Alton, 7,700;000; the Chicago, 
Danville & Vincennes, 2,200,000 ; while the four roads 
to the East altogether brought in less than 400,000 
bushels. 

Tse Northwestern is the great wheat route 
having in 1872 brought in two-thirds of all 
the flour and more than half of the wheat, while 
these two formed more than half of its grain tonnage. No 
other line brought in so little corn, though it greatly ex- 
ceeded all others in mileage. But its southern line marks 
pretty nearly the northern border of the corn exporting 
district, On the contrary, the lines farther south export 
comparatively little wheat, the total carried by all, in- 
cluding flour, being little more than the corn carried by 
any one of them; and all the rest are great corn carriers, 
and none distinguished very much over its neighbors, 
mileage considered, in this staple, the Chicago, Burling- 
ton & Quincy leading with nearly 12,000,000 bushels, the 
Illinois Central reporting 8,000,000, the Ohicago, Rock 
Island & Pacific 7,500,000, and the Chicago & Alton 
6,500,000, while the new and short line of the Chicago, 
Danville & Vincennes brought in 1,500,000 bushels. 


The following table gives the percentage of the tota} 


5, | each route. 





receipts at Chicago of each grain received by each route : 
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Chicago & Northwest’n} 67. 06) 51.92) 9.31 22.45) 29.75) 47 672 
Chicago, Bur. & Quincy} 7.42) 7.95) 24.92 26.01) 29. 94| 18.11 
Chicago, R I. & Pacific} 6.18) 14.09 16.10 14.3:) 21. 65| 13.39 
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In the following table we have calculated the tonnage 
of grain and flour carried by each road to Chicago, with 
the percentage of the total receipts at Chicago carried by 
As the traffic is very nearly or quite in pro- 
portion to the weight of grain, this serves to give the best 
idea of the amount of business which each line obtains 
from the grain traffic. The number of car-loads is about 


50 | equal to one-tenth of the tonnage : 





Grain, Per cent. 

tonnage. of total. 
Chicago & Northwestern................... 549,543 24.40 
Chicago, Burlington & Quincy.. 457,108 20.22 
rear 417,005 18.52 
Chicavo, Rock Island & Pacific. 334 998 14.88 
Illinois & Michi. an Canal....... 216.035 9.59 
ee Oe errr 205,810 9.14 
Chicago, Danville & Vincennes 54,870 2.44 
| STE RO  e e aee a 868 30 
Lake Shore & Michigan Southern........... 4,865 22 
| a er ne 2,829 a8 

Pittsburgh, Cincinnati & St. Lonis ......... 1,007 045 

Pittsburgh, Fort Wayne & Chicago ........ 597 025 
2,231,535 100.00 


We have heretofore called attention to the fact that 
the grain traffic of Chicago is supplied entirely by the 
country west of it. How true this is is shown by the 
table, by which we see that six railroads first named, to- 
gether with the canal, brought to the city more than 96 
per cent. of the flour, 98} p:r cent. of the wheat, 99.99 
per cent. of the corn, 993 per cent. of the oats, rye and 
barley. The Northwestern is beyond comparison the 
great flour and wheat route, bringing in two-thirds of 
the former and mcre than half of the latter. Only three 
other roads—the Illinois Central, the Rock Island and 
the Burlington & Quincy—brought in considerable quan- 
tities of wheat. Compared with the mileage, as we have 
said, the Northwestern is a very light corn carrier, and 
all the cther western routes heavy ones; but a compar- 
ison by mileage is not always just,as some lines carry 
very little except the productions of the country on their 
own lines, while others serve as outlets for systems of 
roads quite as extensive as their own mileage. 

In the table of grain tonnage the routes are airanged 
according to the amount of their grain traffic, and the 
percentages show their exact rank as carriers of grain to 
Chicago in 1872. This is not in all cases the measure of 
their rank as grain carriers, for a large part of the north- 
ward shipments over the Chicago & Alton and the IIli- 
nois Central leave those lines by the Joliet cut-off, while 
they carry southward very largely ; and a considerable 
quantity of grain leaves the Chicago, Burlington & 
Quincy at Peoria, not going to or through Chicago. 

When we consider the shipments, as we do in the 
tables below which we have calculated for this purpose, 
the most striking feature is the overwhelming importance 
of the lake route. As the second table shows, just three- 
fourths of the flour and grain tonnage went east by water, 
and all the railroads together carried but one-quarter of 
it away from Chicago. This, however, is an unusually 
large proportion, and indicates a great growth in this 
traffic, which was only a few years ago very light indeed. 
The following gives the percentage of shipments of flour 
and each kind of grain by each route: 
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Pittsb., Fort Wayne & _ 34.65) 4.48) 2. 
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+22, 18.48; 5.80) 11.87 
»| Illinois Central...... ....00. A rer -O1) 1.01) 1.87 
Chicago & Northwestern....| 1.57) .98) .06) .16) .13 -90 
Chicago, — - heimepenee 1.55 eee 01; 1.13] = .17 
Coicago’ ,, 2.0%]. 1.98)  ...% -01/ 1.63) 1.14 
Chic., Rock ama & Pacific.| .73) 1.68] 01] .01; 32) 1.00 
Chic., Burlington & Quincy. sa) , SRL epaal’ acect - cau 27 
Illinois & M. chigan Canal.. 09} 1.70) ....! 06) 05 
100.00) 100.00 100.04} 109.60|100..00 100.00 








The grain tonnage shipped by each route and its, per- 
centage of the total grain shipments are shown below. 








Tonnage, Per cent 

Gs cxcuniciaek ihchodamieacaeaneoness «1,617,792 15. 
Michigan SEES SIMI cea LAE ‘ "1627795 7.55 
Pittsburgh, Fort Wayne & Chicago.. 137,679 6.38 
Lake Shore & Michigan Southern........... 531 5.72 
Pitteburgh, Cincinnati & St. Louis.. cc.ce =COMen 3.09 
Illinois ANION os ia sanit cons dcudap Sivncet% 9,239 -43 
Vuicago, yt 2 & Pacific ........ 579 40 
Chicago & A BAS: Caaeccenceccseese sbucousee F977 37 
a oo & on REE waeeesSecese tccdocces 7,957 37 
Tilinois & Michigan Canal............. «- Gas 29 
Chicago, Danville & Vincennes coos «= 6 8B 24 
Chicago, Burlington & Quincy....... eee 3,494 -16 
IE ind aishaciachaepbeeiaiieiiesintts cline amaeatl 2,157,326 100.00 


Flour has long gone chiefly by rail, Five-sixths of it 





the table shows went by those routes in 1872, and more 
than one-half of it by the two lines to Pittsburgh which 
the Pennsylvania Company works, while the two other 
Eastern lines carried less than a quarter of it. Wheat, 
being more valuable in proportion to its weight than the 
other grains, we might expect to largely choose the rail 
routes, and, indeed, more than twice aslarge a propor- 
tion as of corn was shipped by rail, though not much 
more than half as many bushels, A much larger propor. 
tion of the other grains—néarly one-half of the oats, 70 
per cent. of the rye, and considerably more than 
one-half of the barley—went by rail; prob. 
ably because these grains were largely consumed at points 
along the roads and so far south as to be not reached 
conveniently from the lakes. More than seven-eighths of 
the corn went by the lakes, notwithstanding the lack of 
vessels, and it is evident that to provide for the carriage of 
all or the greater part of this staple by rail would require 
an immense increase in equipment, as the lake shipments 
would have made more than 100,000 carloads. The 
total grain shipments by lake were equivalent to 160,000 
full car loads, and would have required the dispatch of 
five or six thousand additional trains, or about twenty 
daily, from Chicago eastward. The existing roads could 
readily be made equal to such an addition of traffic—in- 
deed, except in equipment, they will probably be pre- 
pared for a greater addition by the end of the season; 
but it would be much more difficult and probably more 
costly to provide the requisite facilities for disposing of 
the freight after it had been carried, the terminal facili- 
ties, especially in New York, being utterly inadequate 
for the present traffic. 

The report of the Chicago Board of Trade for the year 
1872 has supplied us with the data from which we have 
calculated the above tables. 








The General Railroad Law in New Jersey. 





The enactment of a general railroad law in New Jersey has 
been made to appear, and really is, a measure of importance, 
but has attracted general attention throughout the country 
more on account of the desperate struggle over it than the 
nature of the measure itself, There have been a great many 
wild utterances over the probable effect of such a law, and bit- 
ter and unsparing denunciations of the company which held 
the monopoly which the State itself made and for many years 
maintained in spite of the complaint of the rest of the country, 
including most railroad corporations outside of New Jersey. 
We have seen an elaborate article purporting to show that rail- 
road facilities have increased much less rapidly in New Jersey 
than in other Eastern States, because of the difficulty of getting 
authority to construct them; the fact being that there never 
has been any difficulty in getting charters for roads anywhere in 
the State except for the 90 miles between New York and Phila- 
delphia; that charters exist or have existed for lines of almost 
every imaginable kind except this one, and that in reality the 
rate of increase of railroad mileage in New Jersey has been 
more and noi less rapid than in most of its neighbors. There 
were enough valid arguments in favor of a general law to make 
such shams particularly inappropriate. 

The Pennsylvania Railroad Company has received its full 
share of condemnation for opposing the law, though the cir- 
cumstances of the case give abundant reason for its position, 
whatever may have been the impolicy of the State’s yielding to 
it. The monopoly was not the creation of the Pennsylvania 
Railroad Company, but was older than that company, and had 
been one of the obstacles in the way of its. legitimate comple- 
tion of its line and economical management of its business. 
It wanted and needed a line from Philadelphia to New York, 
and if we mistake not it tried hard to secure one before it at- 
tempted to lease the New Jersey roads. But such a line was not 
to be had by it, as it was beyond the reach of all who had tried 
before it. Then when, as the only way to secure the needed 
connection to New York in its own hands, negotiations were 
had for the lease of the monopoly’s lines, the fact 
of the monopoly and of the assumed permanency of that mo- 
nopoly was made to increase the amount of rental, which was 
fixed at a rate which required an increase of traffic to make the 
net earnings equal to it. They have not so far equaled the ren- 
tal; and though the traffic which the Pennsylvania can abso- 
lutely control—which is immense and growing—may at some 
time afford sufficient profits to pay the rental, or more, that 
time will doubtless be postponed to a later date than otherwise 
by the completion of one or more competing lines. It is not at 
all strange that the Pennsylvania should try to keep the prop- 
erty which it supposed it had leased and which it is bound to 
pay for—that is, the monopoly of the railroad traffic between 
New York and Philadelphia. The lessors had hardly leased 
their property, at the highest possible rate, when one of its es- 
sential qualities which made it most desirable suddenly disap- 
peared. 

Itis noticeable that the Nationali'Company was quite as much 
opposed to a general law as its rival which had so successfully 
opposed it, the fact being that an exclusive charter for a rail- 
road between New York and Philadelphia would be a very val- 
uable—and salable—property ; while a right shared equally by 
all who can raise money enough is one of the treasures like the 
air we breathe—inestimable, but too common to bear a price. 

Whether any railroad, or more than one, will be constructed, 
under this new law, between Philadelphia and New York re- 
mains to be seen. The Baltimore & Ohio, one would think, 
would be eager to provide itself a connection with the metropo- 
lis; but that company is not always very active, and it is not 
yet sure of its way across Pennsylvania, Probably no com 
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pany would be quite safe in making such a road 
unless it had the assurance of the through traffic of lines or 
systems of lines west of the Delaware; bat some of the North- 
ern New Jersey lines might easily find it profitable to complete 
branches which would enabie them to do Philadelphia busi- 
ness. The National Company filed articles of incorporation 
under the general law as soon as it was signed, and announces 
its purpose to have its road completed before another session 
of tho Legislature. An obstacle almost as formidable as the 
late difficulty of getting a charter is the difficulty of securing 
suitable and sufficient terminal facilities at Jersey City, where 
not only is such property very dear, but most of what is 
available is already in the hands of railroad companies, none of 
whom have any to spare or would let it go without a struggle if 
they could spare it. 

Some journals speak of New Jersey as the first State to enact 
a general railroad law—which is very far indeed from the 
truth. Maine and Vermont passed such laws last winter, and 
Massachusetts a year ago. Illinois, Indiana and Ohio have 
such laws, and so indeed has Pennsylvania, though the latter 
is sometimes called a law to prevent the incorporation of rail- 
road companies. Minnesota, we believé, has a similar law, and 
so doubtless have other States. Others would have them, 
doubtless, but for the fact that an old charter may be had for 
a trifle, perhaps with some “‘ exceptional privileges,” for almost 
any possible line. 

The New Jersey law, as passed (a very full abstract of which, 
carefully compiled from an official copy, we present elsewhere), 
apparently is sufficient to authorize the construction of any 
number of new railroads between New York and Philadelphia, 
or elsewhere in New Jersey, by any who can comply with the 
not very exacting requirements of the law. 








Annual Conventions. 





The following societies will hold their annual conventions at 
the time and places named : 

The American Railway Master Mechanics’ Association, in Bal- 
timore, beginning May 13, 

The Railway Association of America, at the St. Nicholas 
Hotel, in New York, on the 14th and 15th of May. 

The American Society of Civil Engineers, on the 21st and 22d 
of May, in Louisville, 

‘The Master Car Builders’ Association, on the 11th, 12th and 
13th of June, in Boston. 

Particular attention is called to the Master Mechanics’ meet- 
ing, which we have heretofore announced as beginning May 6, 
as was announced also on the cover of the report of the last 
convention. 1 








Record of New Railroad Construction. 





This number of the Rartroap Gazette gives information of 
the completion of track on new lines, as follows: 

Colorado Central.—This line of 3-feet gauge has been extend- 
ed for 6 miles beyond Black Hawk, to a point 25 miles beyond 
Golden. Allania & Richmond Air Line.—The Western Division 
has been extended 10 miies, to a point 86 miles east of Atlanta. 

This is a total of 16 miles of new railroad. 








Tue Inurinois Farmers’ Convention, held at Springfield on 
the 2d and 3d instant, was favored by addresses by Governor 
Beveridge and by his predecessor, ex-Governor Palmer. Both 
of these assumed that the railroad companies make extortion- 
ate charges, and seemed to consider as proof of extortion the 
fact that it costs more to ship a bushel of corn from Central 
Illinois to New York than it is worth in Central Illinois. This 
argument, if such it can be calied, must rest on the assumption 
that the farmer has a right to a guaranty of a profitable price 
for his corn, and that if the congumer won't pay such a price 
the carriers must make it up. If this applies to the farmers of 
Illinois, should it not also to those of Colorado, Utah, etc., the 
price of whose wheat, not to say corn, would be eaten up two or 
three times by freight before reaching a market? And must 
this principle apply to any amount of production? For if 
farmors can be guaranteed profitable prices there will be hardly 
any limit to the grain production of this country, and we can 
easily conceive that it might in time exceed the capacity of the 
world to consume. In none of the current discussions do 
we seo any hint at over-production as a possibility ; 
but we are led to suppose that a sudden great increase in the 
cost of railroad transportation has within a year brought 
down the price of grain on the western farms; the fact being 
that there has been generally and almost everywhere in the 
West a reduction in the prices of transportation, that this re. 
duction continued nearly all the time since the war, and that it 
has been on most lines very large, andon the whole much 
larger than the reduction in the price of any other service or 
staple largely and generally used. This is not due to any pe- 
culiar generosity on the part of the railroad companies, but 
solely to the operation of economical flaws and improvements 
in transportation. At the close of the war, the cost of transpor- 
tation from Chicago and points further west to the East was so 
great that scarcely any grain of any kind was carried east by rail, 
It went almost wholly to the nearest lake ports, and was carried 
thence by vessels during the season of navigation. In 1872, 
about 18,000,000 bushels of grain went east by rail from Chicago 
alone, while the shipments by lines which enter the State south 
of Chicago must have been very much larger. But the pro 
gress of the grain traffic by rail to thatextent that last year 
21t per cent. of the shipments eastward from Chicago were 
made in cars instead of vessels has been made possible by the 
cheapening of transportation by the rail route. Now even the 
cheaper grains go by rail largely, and a beginning has been 
made in this traffic which may result in an entire modifica- 
tion of the grain business, rendering it less dependent upon 


Tue Instasitity or RarLRoap {Property was a subject of 
comment by ex-Governor Palmer, of Illinois, at the Farmers’ 
Convention in Springfield on the 2d inst., who is reported to 
have said that ‘‘ the management of the railways of Illinois is 
practically carried on outside of the State. It is controlled by 
the persons in Wall street who buy and sell the stocks ;” mean- 
ing, evidently, that as a rule the railroads of Illinois are con- 
trolled by men who make a business of speculating in their stocks. 
The Governor in saying this only shared in a mistake which is 
very common East and West. Of the thirty or more railroad 
companies of Illinois, we believe that not more than seven or 
eight have had their stocks admitted on the Stock Exchange— 
which means that there are so few dealings in their shares, 
legitimate or speculative, that it has not been thought worth 
the while to have them admitted for quotation. Of those 
which are admitted, four may be called  specula- 
tive stocks—that is, they are dealt in for specula- 
tion rather than investment, and are subject to com- 
binations, ‘‘ corners,” etc. But only a small part of 
the mileage of the State is in the slightest degree liable to 
any influences from speculators, and, of course, there may be 
the wildest speculation in stocks without any change whatever 
in the management of the properties consequent upon such 
speculation. It is doubtless true that when managers specu- 
late their management is likely to be affected by their specula- 
tions, and we may be justified in suspecting the stability and 
soundness of the administration of a property which changes 
hands frequently, and is not, to a large extent at least, held by 
those who look to it as a regular and steady source of income 
through the net earnings from its traffic economically con- 
ducted, 











MontTREAL is preparing to do its full share of the grain ex- 
porting this year, and has nine propellers, four of them new, 
to run to and from Chicago. If its business increases as it has 
done lately, that city will soon become the port of the upper 
lake cities, so far at least as grain exports are concerned. This, 
however, is not ‘‘ revolutionizing the grain business,” as some 
may hastily conclude, for by far the largest part of the grain 
shipped from the Northwest is not exported at all. 





Train Accidents in March. 





We have information of 112 train accidents in the month of 
March last, which we report as follows: 

Early on the morning of the 2d, near Merztown, Pa., on the 
East Pennsylvania Railroad, as an oil train was running down 
a steep grade, a truck broke, the car went down and was bro- 
ken, the oil caught fire and thirteen cars were burned. 

About 8 o’clock on the morning of the 3d, a car on the east- 
bound mail train on the Morris & Essex Division of the Dela- 
ware, Lackawanna & Western Railroad was thrown from the 
track near Rockaway, N. J., by the breaking of atruck. Little 
damage was done, but the train was delayed about two hours. 
On the morning of the 3d, south of Augusta station, Ill., on 
the Chicago, Burlington & Quincy Railroad, a flat car cf a 
north-bound freight train jumped the track and threw off sev- 
eral of the following cars, disabling some of them, 

On the 3d, three coaches of a passenger train on the Cincin- 
nati, Hamilton & Indianapolis Railroad (late Indianapolis Junc- 
tion) were wrecked by a broken rail and two passengers injured 
—one severely. 

On the 3d, on the Peoria & Galesburg Branch of the Chicago, 
Burlington & Quincy , two cars of a west-bound pas- 
senger train were thrown from the track. 

On the afternoon of the 3d, near Yantic, Conn., on the New 
London Northern Railroad, there was a collision between up 
and down freight trains, by which both engines and twenty- 
five cars were wrecked. The telegraphic report says that 
**both trains were behind time and had received instructions 
from different parties to proceed.” 

On the night of the 34, near Fredonia, Iowa, on the South- 
western Division of the Chicago, Rock Island & Pacific Rail- 
road, thesleeping-car of a west-bound express train was thrown 
from the track by a broken rail, and landed on its side across 
a deep ditch. One sleeper was shot through a window into the 
bottom of the ditch, but no one was hurt worth notice. 

On the night of the 3d, at Van Dyne, Wis., on the Wisconsin 
Division of the Chicago & Northwestern Railway, a north- 
bound passenger train, while running about 15 miles an hour, 
encountered a broken rail and went over a bridge about six 
feet high, and, with the exception of the engine, ianded on its 
side. One passenger was killed. 

On the morning of the 4th, shortly after midnight, near 
Spruce Creek, on the Pennsylvania Railroad, one stock train 
ran into the rear of another which was halting just beforo it, 
driving the caboose into the stock car next ahead, setting fire 
to the caboose from the head-light, and burning a drover who 
was caught fast in it. 

On the forenoon of the 4th, three engines and a snow plow 
of the morning train from Bangor ran off the track near Pitts- 
field, Me., on the Maine Central Railroad, and two of the engines 
were badly smashed. 

On the 4th, near Calumet, Ill.,on the Lake Shore & Michigan 
Southern Railway, the rear coach of an accommodation train was 
thrown from the track bya broken rail. 

On the 4th, near Tivoli, N. Y., on the New York Central & 
Hudson River Railroad, an up express train, finding the up 
track blocked bya freight train, was switched upon the down 
track to move round the freight. Signals were set half a mile 
north to arrest a down express then due, but they were not seen, 
as there was @ blinding snow at the time, and the down express 
came upon the other as it was backing to its proper track. The 
tender of the engine of the up train (which was backing slowly) 
went half way through the mail car, and the engine and tender 
of the down train were almost doubled up. The fireman of the 
— — was killed in jumping, and the engineman badly 

ruis 

Ou the afternoon of the 4th, about 12 miles west of Cincin- 
nati, on the Indianapolis, Cincinnati & Lafayette Railroad, there 
was a collision between east and west-bound freight trains, by 
i engines were ruined and seven loaded freight cara 

urned. 

On the night of the 4th, near Chelsea, Iowa, on the Chicago 
& Northwestern Railway, a west-bound express train was thrown 
from the track by a broken rail, and three persons were se- 
riously injured, one dangerously. 

On the morning of the 5th, at the Wild Cat Bridge, near Lafay- 
ette, Ind., on the Toledo, Wabash & Western Railway, a rail on 
the bridge broke under an east-bound freight train and the ca- 
boose car was thrown over the bridge down 52 feet to the stream 
beiow, and the conductor was kilied and two brakemen were 
daugerously hurt. : 

On the morning of the 5th, near Willow Grove Station, Pa., 





the season of navigation and the supply of lake véssels. 


17 miles west of Pittsburgh, on the Pittsburgh, Cincinnati & 


train were thrown from the track and down a bank 16 feet high 
by a broken rail, and were badly wrecked. Seven passengers 
were injured, one of them seriously. 

On the 5th, near New Cumberland, Pa., on the Northern 
Central Railway, anaxle broke under the express car of a north- 
bound passenger train, causing the telescoping of the second 
car behind at both ends, while the following car went down the 
bank. Three passengers were injured. 

Gn the night of the Sth, four miles east of Altoona, on the 
Pennsylvania Railroad, a treight train ran into an engine which 
was standing ona siding and threw 11 off the track, killing the 
So and fireman who were on it. 

n the night of the 5th, about 12 miles south of Harrisburg, 
Pa., on the Northern Central Railway, two coaches of a north- 
bound passenger train were thrown from the track, one against 
a hill and the other into the ditch, by a broken rail, and three 
passengers were hurt. 

Early on the morning of the 6th, the tender of an express 
freight train bound east, on the Morris & Essex Division of the 
Delaware, Lackawanna & Western Railroad, was thrown from 
the track by the breaking of an axle. 

On the morning of the 6th, a north-bound freight train on 
the Mississippi & Tennessee Railroad jumped the track near 
Sardis, Miss., injuring the conductor. 

On the morning of the 6th, near Grand Crossing, Minn., on 
the Southern Minnesota Railroad, the track spread, over some 
defective piling, and two cars dropped down upon the trestles. 

On the 6th, an ore trainon the Morris & Essex Division of 
the Delaware, Lackawanna & Western Railroad ran oft the track 
near Broadway, N. J., wrecking a number of cars. 

On the afternoon of the 7th, a locomotive on the Bloomfield 
Branch of the Delaware, Lackawanna & Western Railroad ran 
off the track at Montclair, N.J., doing little or no damage. 

On the afternoon of the 6th, the tire of one of the driving 
wheels of the locomotive of the Easton Express bound west on 
the Morris & Essex Division of the Delaware, Lackawanna & 
Westein Railroad broke while the train was near Port Oram, 
> J., delaying the train some time, but doing no serious 

amage. 

On the morning of the 7th, a mile and a half east of Galena, 
Ill, on the Illinois Central Railroad, a freight train going in 
one direction and a pushing engine moving in the other met 
violently, knocking one of the engines across the track and 
wrecking both engines and several cars. 

On the 7th, a broken tender wheel caused the wrecking of a 
west-bound mail train on the Baltimore & Ohio Rai near 
ae Junction, the engine being thrown flat upon the 


On the night of the 7th, four cars of a west-bound freight 
train on the Illinois Central Railroad were thrown into the 
ditch by a broken rail, near Julien, Ill. 

On the 8th, near Brooklyn, Pa., on the Waynesburg Branch 
of the Pennsylvania Railroad, a mixed train was thrown from 
the track and down a bank by a broken rail, and the passenger 
car caught fire. Three passengers were injured. 

On the afternoon of the 8th, near East Putney, Vt., on the 
Vermont Valley Railroad, the engine and tender of a north- 
bound passenger train jumped the track, and in this condition 
the train ran a quarter of a mile, the passenger cars remaining 
on the track. 

On the evening of the 8th, at the junction in Lockport, on 
the New York Central & Hudson River Railroad, there was a 
collision between two freight trains, by which one engine and 
four or five cars were wrecked. y 

On the night of the 8th, at Zenia Crossing, O., an Atlantic & 
Great Western switch engine with three freight cars jumped 
the track at a frog, delaying trains on three roads for three 


ours. 

On the night ofthe 8th, a south-bound freight train on the 
New York Central & Hudson River Railroad ran into the rear of 
a mixed way train at Barrytown, N. Y., and threw four cars from 
the track, blocking both tracks. : 

On the ay of the 9th, near Rattling Run, Pa., on the 

Northern Central Railway, the express car, postal car and bag- 
gage car of a south-bound express train were thrown down an 
embankment and broken up. The cause is reported to have 
been *‘ something giving way under the express car.” 
On the morning of the 9th, near Live Oak, Fia., an east- 
bound passenger train on the Jacksonville, Pensacola & Mobile 
Railroad was thrown from the track by a broken rail, and one 
person was slightly injured. 

ong be the morning on the 10th, at Brenford, on the Dela- 
ware Railroad, a freight train ran into an empty freight car 
which had blown from a siding upon the main track during the 
night, entirely destroying the car and damaging the engine a 

ittle. 

About 3 o’clock in the morning on the 10th, one of the sl 

ing cars of a south-bound ee gad train on the Indiana) 
Cincinnati & Lafayette Railroad was thrown violently down the 
bank by a broken rail. im 

On the afternoon of the 10th, near Gassett’s Station, Vt., om 
the Rutland Railroad, a freight train broke through a bridge 
and thirteen cars went down into the stream. A broken wheel 
was the cause. 

On the evening of the 10th, about four miles from Peoria, on 
the Peoria & Rock Island Railway, seven cars of a south-bound 
freight train jumped the track and rolled down a bank 40 feet 
high, and a brakeman was severely hurt. ; 

On the night of. the 10th, near Grass Lake, Mich., on the 
Michigan Central Railroad, there was a collision between two 
freight trains, by which an engineman was injured and several 
cars badly wrecked. : ‘ 

On the night of the 10th, eight cars of a freight train on the 
Madison Extension of the Chicago & Northwestern Railway 
were thrown from the track and wrecked north of 

Wis. 

On the night of the 10th, between West Rutland and Castle- 
ton, Vt., on the Rensselaer & Saratoga Railroad, an extra en- 
gine on its way southward was thrown from the track by a 
broken rail. 

On the night of the 10th, about 60 miles east of St. Louis, 
on the Ohio and Missisippi Railroad, an east-bound express 
train ran into two freight cars which had been blown from a 
switch upon the main track, destroying these cars and throwing 
the locomotive off the track, slightly injuring the engineman 
and fireman. 4 

On the night of the 11th, at Somerville, N. J., on the Central 
Railroad of New Jersey, a train was thrown from the track by 
an accumulation of ice on the rails, and the engineman was 
slightly hurt. 

n the morning of the 11th, near Penn Yan, N. Y., on the 
Northern Central Railway, a ireight traifi left the track and six 
cars were broken up. ~ . f . 

On the morning of the 12th, eight cars of a freight train on 
the Richmond Branch of the Louisville & Nashviile Railroad 
were thrown from the track at Gilbert Creek, ; , 

On the 12th, a mail train on the Grand Trunk Railway jumped 
tho track at Utica, Mich., and several cars were wrecked. 

On the evening of the 12th, near Sutherland Falls, Vt., on 
the Rutland Railroad, an extra engine which was backing after 
an express to act as helper toa freight jumped the track and 
was overturned. ‘It is supposed an axle under the tender was 
broken.” . 

On the morning of the 13th, an up passenger train ran into 
the rear of an up freight on the Lehigh Valley Railroad, be- 
tween Biery’s Bridge and the Catasauqua depot, damaging the 
passenger engine and crushing an empty freight car. 

At noon on the 13th, in Harrisburg, on the Pennsylvania - 


Railroad, there was a collision between two locomotives at a 





St. Louis Railway, three sleeping cars of a west-bound express 


switch in the yard, causing considerable damage to both. 
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i ternoon of the 13th, a snow-plow, which was at- 
ia es ar rear end of a train on the Maine Central Rail- 
roul, jumped the track between Waterville and Vassalborough, 
teariug up the track fur two miles befuro it was discovered. 
The extent of the hye was not discovered until the section- 

d over the 5 
ay velock on the afternoon of the 13th, as a freight 
train ou the New York Division of the Penusyivania Railroad 
was backing on a switch at the Market street depot in Newark, 
N. J., the rear car jumped the track and ran against a corner 
of the freight nee ee the car aud damaging the 

i use somewha , ; 
ieeigeh womene of the 13th, near the Schuylkill River bridge 
on the Lebanon Valley Railroad, twenty cars of an east-bound 
freight train were thrown from the track and wrecked. i 

On the night of the 13th, near Ruggie’s Station, on the Wil- 
minugton & Weldon Railroad, a passenger train ran off the 
Het the night of the 13th, between Evansville and Magnolia, 
on the Madison Division of the Chicago & Northwestern Rail- 
way, two coaches of asouth-bouud passenger train were thrown 
ino the ditch by a broken rail, and a sleeping car thrown across 
the rails. Oude passenger was injured. 

Ou the morning of the 14th, part of a north-bound freight 
train on the Utica & Black River Railroad jumped the track 
near a bridge above Carthage, N. Y., and the engine, tender 
and two cars rolled down the bank at the bridge, the latter be- 
ing rammed. .1., between Dunleith and Galena, Ill., on the Illi- 
nois Central Railroad, a treight train jumped the track and ten 
or Uweive cars were broken up. . : 

On tbe afternoou of the 14th, six cars of a freight train on 
the Oswego & Rome Railroad were thrown from the track and 
piled together in the ditch near Pulaski, N. ¥. 

Early in the moruing of the 15th, near Scrub Grass., Pa., on 
the Allegheny Valley Ruilroad, a freight train ran into the en- 
giue of another freight train which had been switched to per- 
mit the other to pass, but projected beyond the switch. Both 

engines were wrecked, and a number of cars broken up. 

Ou the 15th, about 8 a. m., on the Quincy & Burlington 
Branch of the Chicago, Burlington & Quiucy Railroad, near 
Stillwell, Ill, one truck ofa freight car left the rails and was 
dragged in that condition about half a mile, when the center 
pin broke and the truck ran back and knocked other trucks out 
of place. A tallen brake is supposed to have caused the mis- 

i e first place. ‘ , 
“Oa the coms Jouth-bound passenger train on- the Chicago, 
Dubuque & Minnesota Railroad jum the track near Gutten- 
berg, luwa, having & little before kuocked @ six-ton boulder 
froin the track at the expense of its cow-catcher. 

Ona the eveniug of the 15th, a freight train on the Concord 
Raiiroad was thrown — the track near Hooksett, N. H., and 
wrecked. i 
x”: gies — of th; 16th, a freight train on the New York 
Ceutral & Hudson River Railroad ran into an engine which was 
takiug in water at a tank een, and knocked it from the 

rack, injuring the fireman y- 

— "the ‘ious, tue sleeping car and one coach of a west-bound 

passenger train on the Jacksonville, Pensacola & Mobile Rail- 

road were thrown irom the track near Lake City, Fla., and one 

passenyer was eeveeeld oe = is supposed that obstruc- 
i d been placed on the track. : : 

: ‘On the i6ih, coat ot Bivgbamton, N. Y., on the Erie Railway, 
a freight trai was thrown from the track and blocked it most 
“ae tae aiedena of the 17th, two miles west of Worcester. 
Mass., vu the Busion & Aibauy Railroad, the third car from the 
rear 1 a west-bound freight train jamped the track and was 
dragged about 200 teet to a bridge, Where two cars went into 
tue brook aud a third =e nn ney cog dge a —e Oue 

e was sughtly burt by jumping [ro ) le 
4 Ou the Feet Hf the ina, near the Wild Cat Bridge, on the 
Kausas Pacitiv Rites ¥* ‘wad of a freight train was thrown from 

irack by a loose whec y 

‘on evening of the 17th, the engine and tender of an 
east-bound ireight train on the Toledo, Peoria & Warsaw Rail. 
way were thrown down the bank, aud one car from the track, 
by a misplaced switeh at Saville, I, The fireman was danger- 

injured. ae 
“= ties uight of the 17th, about three mile” from Altoona, on 
the Punseylvanie Railroad, as an oil train was running down a 
steep grade, it bruke in two, and shortly after the rear portion 
struck the forward part with such force as to break a tank. 
‘Then the oil caught fire and sixteen cars aud 200 feet of track 
were burned. A buy, omg is supposed to have been stealing a 

ide, was burned tu death. : 
y On the morning of the 18th, in New Haven, Conn., on the 
New Haven & Northampton Railroad, fouf platform cars of a 
fecight train were thrown from the track by the falling of a 
=“ “the forenoon of the 18th, near Henry’s Station, Col., on 
the Denver & Rio Grande Railway, the rear car of a south-bound 

assenger traiu was blown from the track and over upon the 
ton by a violent wind irom the mountains. : 

On tbe night of the 18th, at Lockport Junction, N. Y., one 
freight traiu ran into the rear of auother, crushing through 
the caboose and the car next ahead and knocking filteen cars 

rom the track. 
? Ou the morning of the 19th, in Lockport, N. Y., on the New 

York Central & Hudson River Railroad, owing to a switch hav- 
ing been leit open carelessly, the engine of au express.train ran 
off the track close to the edge of the bridge. é 

Early in the morning on the 19th, on the Hannibal & St. Jo- 
seph Railroad, about two miles east of St. ears Mo., there 
was a collision between west-bound and east-bouud freight 
trains by which the engineman and fireman of the west-bound 
traiv were killed, and a brakeman slightly injured. 

. On the 19th, at the crossing near Ravenna, Ohio, there was a 

collision between a pay-tram on the Cl.veland & Pittsburgh 

aud an accommodation train on the Atlantic & Great Western, 

by which two men in me pay car and two on the accommoda- 
on engine were inju:ed. : 

e On the morning of the 20th, about five miles east of Bush- 
neli, lil., on the Toledo, Peoria & Warsaw Railway, a west- 
bound passenger train was thrown from the track, and the rear 
coach went down the bank, turnmg over twice before it 
stopped. One passenger was killed and three injured, : 

Ou the 22d, a treight train on the Iudianapolis, Cincinnati & 
Lafayette Kaiiroad was wrecked about sixteen miles from In- 
diavapolis. 

On the morning ofgithe 22d, as an east-bound passenger 
train ou the Vermont Division of the Portland & Ogdensburg 
Railroad was approaching the bridge over Moose Run, near St. 
Johusbury, the baggage car and coach left the track, were 
dragged across the bridge, tore up the track and were pierced 
by rails. Y 

On the morning of the 24th, near Grant’s Junction, on the 
Troy & Boston Railroad, the rear coach of a west-bound passen- 

er train was thrown from the track bya broken rail and 

Sreaged 600 jeet over the ties, causing two other cars to leave 
the track. Seven passengers were injured. a 

n the 24th, at Crowley’s Junction, Me., on the Farmington 

Barooh of the Maine Central Railroad, atrain ran off the track, 
and the trucks under a passenger car turned at right angles to 
the track, and their wheels were foreed through the floor. 

Ou the afternoon of the 2ith, two miles south of Bangor, 
Mich., on the Chicago & Michigan Lake Shore earns, the 
engine of a seatic hosel mail train ran off the track and tell 
over into the ditch, killing the engineman, fireman and a brake- 





me. Track and rolling stock are said to have been in good 
order. 

Oa the evening of the 24th, justnorth of New Hartford, N. Y., 
on the Utica, Chenango & Susquehanna Valley Division of the 
Dclaware, Lackawanna & Western Railroad, a mixed train ran 
off the track. . 

On the night of the 24th, below Freeport, Ill., on the Illinois 
Central Railroad, there was a collision between a freight and 
. gravel train, making a bad wreck and blocking the road two 

ours. 

On the morning of the 25th, just above Hoboken, N. J., on 
the Erie Railway, three cars of a west-bound freight train ran 
off the track. ; 

On the 25th, fie peg train on the Burlington, Cedar Rapids & 
Miunesota Railroad ran into a train on a side track at Kossuth, 
Iowa, demolishing the engine and ditching the tender and coach. 

On the 25th, a freight train on the New York Central & Hud- 
son .% . Railroad was wrecked by a loose wheel, west of Lock- 
port, N. Y. : 

On the 25th, near West Bethel, Maine, there was a collision 
between a freight and construction train on the Grand Trunk 
Railway by which both engines and several cars were wrecked, 
and the conductor of the construction train seriously injured. s 

On the 25th, several carg of an extra freight train on the Erie 
Railway were thrown from the track in Paterson, N. J., causing 
slight damage. 

Jn the evening of the 25th, two miles east of Elizabethtown, 
Ohio, on the Indianapolis, Cincinnati & Lafayette Railroad, the 
rear coach of an east-bound passenger train was thrown from 
the track by a broken rail and rolled down a steep bank. Five 
passengers were injured. 

Ou the nig’ of the 25th, about four miles north of Danville, 
Ill., on the Chicago, Danville & Vincennes Railroad, four cars 
of a freight train went into the ditch. 

On the morning of the 26th, near.Rocky Mount, N. C., on the 
Wilmington & Weldon Railroad, a first-class and a second- 
class car of a north-bouud passenger train were thrown from 
the track by a broken rail on a trestle, and went down into the 
creek below. Thecouductor and express messenger and four 
other persons were injured. The sleeping car, behind those 
which were wrecked, did not leave the track. The rail is said 
to have been broken by a preceding train. 

On the aft rnoon of the 26th,a west-bound train on the Wil- 
mington & Western Railroad ran into a heavy boulder which had 
fal.en upon the track a mile beyond Wooddale Station, Del., 
badly damaging the engine. 

Ou the might of the 26th, at Eliot, Me., on the Portland, Saco 
& Portsmouth Railroad, there was a collision between - two 
treight trains by which both engines and several cars were 
ruined. It is said that each conductor supposed the other train 
to be on the siding. 

On the afternoon of the 27th, nine cars of a freight train on 
the Wisconsin Division of the Chicago & Northwestern Railway 
were thrown from the track and badly wrecked by a misplaced 
rail, a mile from Oshkosh, Wis. 

On the night of the 27th, near Orillia, Canada, on the Canada 
Midland Railway, tho rear car of a north-bound mail train was 
thrown from the track by a broken rail, and went down the 
embankment about 12 feet and turned over. Six passengers 
were injured, one uf them severely. 

On the 28th, a locomotive went through the canal draw- 
bridge on the Central Ohio Division of the Baltimore & Ohio 
Railroad. 

Ou the morning of the 28th, near Harrisburg, in the yard of 
the Pennsylvania Railroad, a freight train of the Northern Cen- 
tral Railway was thrown from the track by a misplaced switch. 
The engine was badly wrecked and the engineman injured. 

On the afternoon of the 28th, the locomotive of. train on 
the Grand Tronk Railway ran off- the track and down an em- 
bankment in Portland, Me. No one was injured, and all the 
cars remained on the track, ei 

On the night of the 28th, at Liverpool Station, Ps., on the 
Northern Central Railway, there was a collision between up and 
down ireight trains, shattering both engines and several cars. 
The wrecked cars caught fire, and about twenty, with their 
contents, were burned. A fireman was k.lled, and an engine- 
man aud conductor injured, the former dangerously. 

On the morning of the 29th, a west-bound express train on 
the Great Western Railway of Canada was thr.wn from the 
track by a broken rail about 35 miles east of Detroit, and a 
sleeping car was overturned, caught fire and burned. Four 
passengers were badly burned. 

On the evening of the 29th, a south-bound freight train on 
the Northern Ceniral Railway caught a coal dump which had 
been lett projecting too far from a siding and caused the 
wrecking of it and a car of lumber which caught it. 

On the 29th, au east-bound freight train on the Pennsylvania 
Railroad was thrown from the track near Coatesville, Pa., and 
a lumber car turned upside down, severely injuring a brake- 
man. A rail loose at one end is charged with the accident. 

On the afternoon of the 29th, near Isabella Station, on the 
Wilmington & Reading Railroad, as a freight train was ayers | 
rapidly around a curve, two cars of lumber jumped the trac 
and went down the bauk. 

On the night of the 29th, at Geneva, N. Y., on the New York 
Central & Hudson River Rairoad, the engine and baggage car 
of a west-bound express train broke through a small bridge 
which had been undermined by recent fluods, and the engine- 
man and fireman were killed. 

On the night of the 29th, about a mile and a half south of 
Shushan Station, on the Rutland & Washington Division of the 
Rensselaer. & Saratoga Railroad, a north-bound express train 
was thrown down an embankment and the locomotive over- 
turned by the sinking of the track under the engine, where the 
road-bed had been washed away by suriace water. Two en- 
ginemen, the fireman and a conductor were on the engine, and 
the last two were killed and the othersinjured, One passenger 
was dangerously hurt and eleven less ayn The cars were 
badly wrecked and the baggage car about half burned. 

On the 3ist, in Portland, there was a collision between two 
engines on the Boston & Maine Railroad, one being attached to 
@ passenger train. 

On the 31st, on the upper bridge at Albany, on the New York 
Central & Hudson River Railroad, there was a collision by 
which two locomotives and several cars were wrecked. 

On the night of the 3lst, a coal train ran off the track three 
miles east of Port Jervis, N. Y., delaying trains three hours. 

On the 3ist, two cars of a train on the Erie Railway went off 
the track at Chetuuk Bridge. 


About the middle of the month, there was collision between 
trains on the Alabama South & North Division of the Nash- 
ville & Great Southern Railroad, by which one passenger was 
severely injured 

Near the end of the month, eight cars of afreight train at 
the Middletown Branch intersection of the Mount Joy Railroad 
were thrown from the track and wrecked by the breaking of a 
wheel. 

Near the close of the month, a sleeping caron the Ohio & 
Mississippi Railroad, jumped the track near Washington, Ind., 
and struck a freight car which was standing on a side track, 
dangerously injuring the conductor of the sleeping var. 

Of these 112 accidents, 12 caused death, and 27 others injury 
to persons. These 39 accidents killed 18 and injured 92 per- 
sons. The accidents of the month may be classed as follows as 
to their nature and causes: 

DERAILMENTS. 
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COLLIsI0ONs. 
Rear collisions. ........cccsccsesses ideas chevsdess coeswsbegtt 122 
Head collisions........ ° 
Crossing collisions .. 
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Broken truck (no derailment 
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Broken driving tire (n» derailment). 1 
Accidental obstruction (no derailme:t)..............-.6% 1 
RE eS Per ae 0000eedeccsaciagendswesas 1 
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Defects or failures of rolling stock caused 12 of these acci-: 
dents, and defects or failures of permanent way 24. Two of 
the collisions were caused by bad side-tracking (one end of the 
train being left in the way of cars on the main track), and two 
by cars being blown from siding to the main track. 

The average number of accidents per day (that is, of that 
number which we get trace of) was 3.61, against 4.75 in Feb- 
ruary and 5.74 in January. 


For the twelve months ending with March our record stands. 





as follows : : 
No. of Accidents. Killed. Injured. 

GE uoadinnss csnincmsaleeyan eee eisuaet 22 13 32 
BPS s acs ae cadesdevedscbee Yap ede deete 27 9 
ERR CE 44 63 114 
DNDRG. “SibianeNisiccgedpasbcneneasoueees 31 35 66 
MN 6 56 00ho000s vecedecdeceseve .. 68 15 49 
September. ~ 24 104 

ctober. - 90 29 102 
November. -103 37 114 
December ... -112 42 1 
a, a ae ee 178 40 199 
PEE i s..0550 \4s0eenmeanedaasesucens 133 25 126 

PA cieiviaasescetooesatee ces ateticd 112 18 

ibs 6 :capsbesborme<neccvesuas 986 350 1,164 


It is perhaps sorry comfort to know that railroad transporia- 
tion is less dangerous than something else; but in view of 
the disagreeable list above we may be justified in looking 
for thateven. The late wreck of the Atlantic caused the death 
of one half more people than all the railroad accidents in the 
United States for ayear. For, though we doubtless get only a 
fraction of the slighter accidents—a small fraction, doubtless, of 
those which destroy little property and injure no persons—we 
believe that few which cause death escape us. What concerns 


railroad men, however, is not the fact that traveling by rail is 


very much less dangerous than traveling by water, but that 
railroad traveling is more dangerous than it ought to be. 








CIVIL ENGINEERS’ CLUB OF THE NORTHWEST. 





Specifications for an Iron Railway and Highway 
Bridge over the Missouri River at Nebraska City, 
Nebraska. 





- iA paper read before the Civil Engineer's Club of the Northwest, 
e 


ruary 10, 1873, by W. W. Wright, Engineer of the Nebraska City”® 


Biidge Company.] 





SUBSTRUCTURE. 

The substructure will consist of two abutments and two piers, 
in the following order : : 

No. 1. Stone Abutment on bluff west side of river. Dimen- 
sions : 7 ft. x 28 ft. on top, with curved wing-walls 7 ft. wide 
on top where they connect with the abutment, and 5 ft. at the 
ends. Both abutment and wings to have a batter on the face 
of } inch to 1 foot in height. The height from foundation to 
bridge-seat will be about 45 feet. The wings will be finished 
with vertical parapet walla 3 feet wide and 4 four feet high, 
including coping. 


The stone used must be from such quarries as may be ac-. 


cepted by the Engineer in charge of the work, and the quality 
of the masonry first class as regards strength. The wall to be 
laid with regular courses, decreasing in thickness from bottom 


to top, but no course to be less than 12 inches thick. The face. 


to contain alternate headers and stretchers—no stretcher at 


any point to have less bed than one and one-half face, and the. 
headers to hold the same size in the wall that they show on the 
face, and at least one third of them to be long enough so in-| 
terlock in the interior of the wall with headers from the back. 


The face stone to have beds and joints accurately cut, and they. 
must be dressed to lie on their natural beds. All face stone 
shall havea margin draught 14 inches wide—the remainder of 


the face to be roughly scabbled off so that there shall be no 
projections exceeding 3 inches beyond the line of the joints. . 


The stone for the back and heart of the wall to correspond as 
nearly as possible in thickness with the face courses ; and while 
they need not be cut, they must be laid with great care so as to 
make the best bond. Headers in the back of the wall must be 
laid to interlock with those in the face. Coping must be 16 
inches thick and cut according to detailed plan, and the stones 
for bridge -rests must extend the full width of the wall. 

The face stone will be laid in cement mortar ; the interior 
stones will be laid dry, and every course thoroughly grouted. 
The mortar and grout will consist of hydraulic cement and. 
clear, sharp, river sand; both ingredients of such quality as 
the Engineer in charge shall approve, and they shall be mixed 
in such proportions as he may direct. 

No. 2. Combination Pier, composed of cast-iron cylinders 
filled with masonry. There will be two main columns 8} feet 
in diameter sunk to or imbedded into the bed rock, 20} feet 
from center to center, and carried up to the bridge-seat.. This 
iron shell will be cast in sections of 10 feet in length, with a 
thickness of metal of 1} inches. These sections will be united 
by interior flanges 2inches thick and 23 inches wide, drilled 
for 48 one-inch bolts. The bottom and top sections of each. 
column will be cast with but one flange, and the lower end of 
the bottom seetion will be turned off to a knife-edge. The, 
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ends of each section will be accurately faced.in.a plane-perpen- 
dicular to the axis of the cylinder, so'as to make air-tight 
joints. The metal to be hard, fine grained, gray cast iron, and 
the cylinder to be of even thickness, sound and free from 
honey-comb or any other defects. There will be 48 one-inch 
bolts at each joint in the columns, of best quality of wrought 
iron, with hexagonal nuts. : 

The columns wilt be filied with the best. quality uf concrete, 
or rubble masonry laid in cement mortar, from the bottom to 
& point 10 feet below the top; from here up the filling: will be 
of cut stone, and it will be carried 2 inches above the top of the 
shell. On top of this interior column of stone will rest a cast- 
iron cap telescoping down over the shell 12 inches. The cap 
will have a thickness of metal throughout of 2 inches, except 
that portion of the cover intended for the bridge-rests, which 
will be made 4 inches thick. Before filling with masonry above 
low-water line, the interior cf the shell will be lined with sheet 
iron, and thin strips of wood will be placed above and below 
the flanges of each joint, so as to allow for the free movement 
of the shell, as it may contract or expand from changes of 
temperature. 

“It will be seen by the above description that the bridge is to 
be supported by the columns of masonry, and when the pier is 
completed the iron shells are merely intended to protect and 
brace them. During construction they serve the additional 
purpose of coffer-dams to enable the foundation to be carried 
down to the required depth. 

From high-water mark to the top of the columns, at intervals 
of about 10 feet, there will be a hollow cast-iron strut or brace 
extending from column to column, with a cross section of 40 
square inches of metal; and between these horizontal braces 
there will be diagonal tension rods of 6 inches cross section. 
Passipg through each of the braces and both columns will be a 
tie rod 2} inches in diameter; this tie rod will be protected 
where it passes through the masonry by an iron cover having 
an interior diameter 3 inch greater than that of the rod itself. 
Both main columns will be finished with an ornamental capital 
made of galvanized iron. 

The pier will be protected byan Ice-Breaker or Starling, 
constructed in the following manner : 

A column, similar in quality and construction to those of the 
main columns, will be sunk to the same depth 12 feet in the 
clear from the up-stream column of the pier, ané be carried up 
6 feet above low-water surface. On the top of this column will 
rest 5 fifteen-inch wrought-iron beams, which will extend hori- 
zontally to the up-stream column of the pier, where they will 
rest on acast-iron bracket bolted to the column. Upon these 
beams will be riveted a floor of }-inch boiler iron, upon which 
masonry will be started and carried up to high-water line. 
The up-stream ends of the horizontal beams will be protected 
by a semi-circular cast-iron cap, not less than three inches in 
thickness, bolted on top of the ice-breaker column. Between 
the main columns of the pier a similar floor for masonry will be 
constructed, supported by brackets bolted to the columns. 
Underneath the floor, and between the beams, a tie rod 8 
inches in-diameter will pass. through the three columns, con- 
necting them together. 

The masonry to be of the best quality—each stone to be 
carefully cut-and fitted to place, and laid in cement mortar. 
The whole face to be bush-hammered. The stone compvusing the 
ice-breaker will be dowelled together in the most ‘substantial 
manner. The nose of the ice-breaker will have an inclination 
of 45° for half its height and 50° for the remainder, and will be 
protected by a strip of iron fitted aud bolted to it. 

The whole of the iron work comprising the pier to be care- 
fully cleaned and thoroughly painted with two coats of paint. 

No.3. Combination Pier, precisely like No. 2. 

No. 4. Eastern Abulment, like 2 and 3, with the exception 
of the ice-breaker, which will be omitted. 

The columns of Nos. 3 and 4 will be sunk to the bed-rock, 44 
feet below low-water line. Those of No. 2 will be sunk 10 feet 
lower, or 54 feet below low-water line, unless a foundation sat- 
isfactory to the engineer in charge is sooner reached. 

Proposals for substructure must include ali materials for the 
piers and abutments ; all wiling and scaffolding or other ma- 
terial and appliances for placing’ and securing them in posi- 
tion : all risks from high water or otherwise; and all that is 
necessary to make them complete for receiving the super- 
structure. 

The entire work must be done in the most permanent and 
workmanlike manner, and to the satisfaction and acceptance of 
the Engineer in charge. : 

SUPERSTRUCTURE. 


The superstructure will consist’ of three spans of 333 feet 
each from center to center of piers. The bottom of lower 
chord (or of suspended fioor-beams, if used) will be 50 feet: 
above high-water line, as shown on the profile prepared by the 
Bridge Company’s Engineer. 

The spans will consist of two trusses eighteen feet apart in 
the clear of end posts, or. any projection tending to contract 
the roadway toa lesser width. ; 

The top chord, subject only to compressive strains, may be 
of cast iron. Bids are invited for both wrought-iron and cast- 
iron.top chord. “Agee 

The posts or struts, and all other parts of the span subject 
to tensile or transverse strains, will consist of wrought iron ex- 
clusively. No transverse: strains will be allowed, except on 
floor-beams and top lateral struts, the form of which shall be 
such as to effectually resist the strains herein given, observing 
in all cases that the factor of safety must not be less than 6. 

Proposals will be accompanied by drawings in plan and eleva- 
tions, showing the general arrangement.of the parts, the 
height of the truss and other dimensions of the span, and also 
by corresponding diagiam sheets giving the calculated strains 
for each member of the span, with the kind, size and weight of 
the material intended to be used in resisting those strains. 
The details of the design are left to the party or parties pro- 
posing to erect the bridge, subject, howeves, to the approval of 





the Board of Directors of the Bridge Companyand their En- 
gineer. Parties proposing for the work will also give a state- 
ment of the total number of pounds of cast iron and wrought 
iron in each span. 

The computed maximum ultimate strength of every part of 
the supérstructure must be fully equal to six times that required 
to resist fracture, failure by flexure or otherwise, under a mov- 
ing load of 2,500 pounds per I:neal foot of bridge; this moving 
load to be run in either direction across the bridge, and the 
maximum strains, as so developed, to be used on the diagram 
sheets. 

Castings, when used, must be of the toughest and best qual- 
ity, clear, sound and free from flaws, and the material of which 
they are made must stand the following test: A bar one inch 
wide and two inches deep, placed edgewise upon bearings three 
feet apart, to sustain a weight at the middle of 2,800 pounds. 

All wrought-iron must be fully equal to sustaining a tension 
of 60,000 pounds per square inch of sectional area. From each 
lot of iron intended for chord bars, braces and all other parts 
subject to tensile strain, there shall be taken at least two of a 
kind in each span, and they shall be tested by hydraulic pres- 
sure up to the estimated ultimate strength given for them in 
the diagram of strains. If either specimen shall break, all 
others of like dimensions shall be rejected. 

All members subject to tensile strain shall be proved by actual 
strain of 15,000 pounds per square inch of sectional area when 
finished, and before leaving the shops, and if any of them prove 
defective in any way they shall be rejected. 

The tests under these specifications shall be made by and at 
the expense of the contractor, in the presence of the Engineer 
of the Bridge Company, or of an agent specially appointed by 
him for that purpose; andthe Engineer aforesaid may reject 
any part of the work which may be unsuitable, or from imper- 
fect workmanship or defective material would not stand the 
tests. “ 

The contractor must warrant the bridge, after being erected, 
to stand the following tests: : 

Under the maximum moving load, as herein specified, moving 
at the rate of 10 miles per hour, the greatest deflection of a 
span shall not exceed two inches, and after removal of the 
load shall return to within one-half an inch of the original 
camber, 

All the workmanship will be of the very best quality, All 
abutting joints to be planed, and all holes in iron to he drilled. 
Pins connecting eye-bars of chords, or tie-braces, shall fit the 
eyes within one one-hundredth of their diameter. 

The iron shall be painted with one coat of red lead and oil 
before being exposed to the weather (except the pins, joints 
and other machine-cut work, which shall be covered with one 
coat of white lead and tallow mixed), and the whole to be 
painted with two coats after the bridge is raised. 

The aforesaid bridge will be built in accordance with the gen- 
eral plans submitted; but before the construction is com- 
menced, working drawings of not less than the scale of one 
inch to the foot shall be prepared by the contractor and sub- 
mitted to the Chief Engineer for his approval. 

Except the track-stringers, highway-stringers and floor 
planks, all parts of the superstructure will be of iron. 

The track-stringers will be 14 x19 inches when packed, com- 
posed of three pieces of pine timber, 6 x 14 inches. They are 
to be firmly bolted together and to the floor beams. The floor 
will consist of two thicknesses of three-inch plank, supported 
by the track-stringers and four additional stringers 12 x 14 
inches. These additional stringers will be composed of two 
pieces of pine timber 6 x 14 inches, bolted together. Guard 
pieces eight inches square, raised three inches above the floor, 
will be placed on each side of the roadway next the trusses. 

The railway track to occupy the center line of bridge, and 
the top course of floor plank to be flush with top of rails. On 
the inner side of the rails the plank will be chamfered off to 
allow space for the flanges of car wheels. The rails to weigh 
56 pounds per yard, and to be put down in the best manner, 
with splicing bars, bolts and spikes complete. 

The proposition muet include all material for the bridge ; all 
piling and scaffolding, or other material for raising it ; all risks 
from high water or otherwise; and all that is necessary to 
erect the bridge superstructure complete in place ready for the 
passage of trains and wagons. ’ 

The bridge superstructure must be firmly fastened to the 
piers and abutments, as may be directed by the engineer in 
charge. 

The. entire work must be done in the most permanent and 
workmanlike manner, and to the satisfaction of the engineer in 
charge. 

APPROACHES. 

The western railroad approach will extend from the western 
abutment of the bridge to a connection with the Midland Pa- 
cific Railroad, at or near Buffalo street, in Nebraska City, a 
distance of about 4,500 feet. The work will consist of excava- 
tion, embankment, a tunnel 700 feet long, a bridge over South 
Table Creek, and some box culvert masonry in Boulware Hol- 
low. The estimated quantities are given below, and plans for 
the different kinds of work to be done are shown on the profile. 






Excavat OM 1M CUt6.........sseeccccee coeee eos... -34,200 cubic yards. 

“ce Dikecaceteasessce voce acsoncncns 10,590 as 
Embankment (10 be borrowed). . 50,000 “ 
Stone masonry in tunnel... -. 2,000 “6 
Brick masonry in tunnel... 500 : 





Box-culvert masOnry.........-.--eeeeeee 300 

Table Creek Bridge, 100 feet span, Howe truss, on pile abut- 
ments. 

It is assumed that there will be no rock excavation in the 
tunnel, and that it will be necessary to line it throughout with 
brick and stone—the sides of stone and the arch of brick. A 
single line of railroad track will extend the whole 4,500 feet, 
the material of which, and cost of laying down, must be in- 
cluded in proposition. 

The above quantity of embankment includes the amount 
necessary to carry the wagon road across Boulware Hollow— 


‘no estimate has been made for wagon road beyond that point. 








The eastern railroad approach will consist of a trestle work: 
1,000 feet long from the eastern abutment, and then an earth 
embankment extending to grade 3,400 feet farther. 

The wagon-road approach will be carried down alongside the 
railway trestle, the railway grade being 1} feet per 100 feet, and 
that of the wagon road 5 feet per 100 feet. , 

Plans for the embankment and trestle are shown on the pro-: 
file. The estimated quantities are given below : : 

Tr stile, 709,000 feet B. M. 


White oak piles, 450. 
Embankment, 170,000 cubic yards. 


A single railway line will extend from eastern cbutment to 
end of approach, 4,400 feet, the cost of which must be included 
in the proposition. The weight of raiJs on the approaches, and 
the quality of track, must correspond with that on the bridge.: 

The entire work must be done in the most permanent and: 
workmanlike manner, and to the satisfaction and acceptance of, 
the engineer in charge. ‘ 


W. W. Wricut, Civil Engineer. 


Railroad Expenditures. 








We reprint the following extract from a very able editorial in. 


Ihe Engineer. It is quite as applicable to this country as to’ 
Europe : ; 


When a new line is proposed the civil engineer goes over the , 
punt, takes his levels, maps out his route, designs all hig 
ridges, stations, etc., and sends his estimates into Parliament: 
A bill is passed, and the line is made. Then, and not till then, 
a locomotive superintendent is appointed, and he, under cer- 
tain restrictions, is instructed to take the line and work it.. He- 
is happy if he finds that the engines and rolling stock have not 
already been ordered by the civil engineer, and that a great 
mistake has not been made. Wecan call to mind a case in 
which, for a very crooked and heavy road, the constructing en- 
gineer ordered four eight-wheeled locomotives with a rigid’ 
wheel base 22 feet long, the engines having a single pair of: 
drivers only. They were bought as ‘‘ bargains,” and they were 
sold afew months afterward as bargains for the second pur-- 
chaser, but not before they had done much injury to the road 
and to the reputation of the line for efficiency. Nothing is 
better known than that the steepest ient in a road of mod-' 
erate length determines the power of the engines to be used ; 
the very term, “ruling gradient,” habitually adopted, proves 
that the truth is habitually recognized : yet civil engineers, to 
save a moderate addition to the first cost of a line, have ere 
now adopted without hesitation inclines that never ought to 
have been admitted, excusing themselves on the ground * that: 
they were, if steep, very short, only three-quarters of a mile or - 
so.” If the railway system of Great Britain were to be laid out - 
again to-morrow, millions of pounds sterling could be saved in‘ 
working expenses, provided the locomotive superintendent who: 
would have to work each line were consulted by the engineer? 
who had tolay itout. One of the greatest mistakes in railway 
practice has lain in ignoring the mechanical engineer. In say-, 
ing this, we mean nothing invidious to the civil engineer. No. 
man is wise on all subjects, and nothing is more hopeless A 
the attempt to combine a thorough knowledge of civil: and: 
mechanical engineering. It by no means follows that because 
aman can lay outa line of railway, and cnperintend its von-,; 
struction with matchless skill, he must also be able to work it. 
We insist that locomotive superintendents have not been al-. 
lowed sufficient voice in railway matters, and the consequence: 
has been that lines do not and never can pay, which would hay6é 
paid from the first, or would never have been made at all, if the” 
engineer who had to work the traffic had been consulted. 
What, it may be asked, would or could a locomotive superin-' 
tendent do? How could he influence the construction or work-' 
ing of a line? The answer is very simple... A locomotive 
superintendent, knowing his busiuess thoroughly, while avoid--, 
ing all frivolous objections, would act the part of a most efficient 
adviser to his professional brother. Inclines, likely materially 
to increase the cost of trans tion by entailing the use of 
heavy engines, which in the absence of steep gradients 
might be dispensed with, would be avvided when; 
possible; curves would be flattened; all the details of, 
stations, sidings and goods sheds would be modified by his spe-; 
cialexperience. Ina word, on a hundred points he would ad- 
vise, guide and influence those who ae the general de- 
signs of the line; and 1t is quite beyond question that at every: 
step his influence would be found to be an influence for good. - 
e have said that the secoud cause leading to want of econo” 
my in working railway traffic is the absence of originality dis-' 
played by all but a few of the best men. A very moderate ac 
quaintance with the working of railways will s to prove” 
that railway men affect grooves. When an engmeer is appoint- 
ed locomotive superintendent of a line, he is tolerably certain 
to bring with him certain preconceived notions of fitness. Thus. 
he may have been used all his life to outside-cylinder a 
His sent appointment may be to a line where only inside 
cylinders are used. The chances .are ten to one that the new. 
man at once proceeds to put outside cylinders on the line, 
whenever he gets a chance. He knows ali about such locomo- 
tives and what they will do, and he very naturally adheres to’ 
them, and no harm and much good may result. We very sel- 
dom meet with a man, however, who will depart a long way 
from received practice to introduce a novelty because he 
believes it to good, For example, it is beyond question, 
be the cause what it may, that the locomotive engines used in 
the United States cost less money and do more work than Eng- 
lish locomotives. No English locomotive superintendent, how- 
ever, has ever proposed to build a locomotive frou Yankee pat-, 
terns and try it on an English line. The thing would be con- 
trary to all precedent, and therefore itis not done. Again, it 
is certain that the railway carriages used on different ‘lines dif-. 
fer in weight very much—on some they are lighter, on others 
they are heavier. Common sense tells us, however, that, it is! 
on the whole expedient that carriages should be as light as is: 
consistent with strength, and that if it is possible to work one’ 
great line with carriages weighing, say seven tons, it cannot bé 
necessary to work another great line with carriages weighip 
eight tons. The love of precedent, however, comes in and: 
checks progress. No locomotive superintendent cares to try’ 
how light his trains may be made; and the consequence is,- 
that a great deal of dead weight is hauled quite unnecessarily: 
about the country. For this, however, the locomotive supers 
intendent 1s not alone to blame. His directors hold out no 
encouragement to originality; they prefer to goon in what 
they call ‘ the safe and seals groove,” and ali the interest in 
his profession is thus taken out of the engineer. Of course. 
there are lines where the case ia different, where we see the 
locomotive superintendent really his own master in all but the, 
name ; but this fact only lends force to our argument, for on 
lines so managed we, as a rule, meet with the maximum of ef. 
ficiency and the minimum of expenditure in wor the traffic, 
‘There is a cause in continual operation keeping hey weight 
of passenger trains, which is seldom or never publicly noticed, 
This is the desire manifested by some railway-carriage builders 
to make up for inferior quality of material by increased quan-, 
tity. We do not mean to imply that there is any dishonesty at” 
work in the matter ; railway companies, penny-wise and pound- 
foolish, will not pay a price which will » apace «tte: Foe | 
mai 


possible and workmanship. 
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is bad, but to use more of it; and the same truth holds good 
of iron and almost every other constructive material. We once 
heard a railway official who had been examining some new car- 
riages purchased by a —— with which he had nothing to 
do, ask what they cost what they weighed. He was told, 
and — at once, ‘*Good gracious! how you have been taken 
in. Why, we bought some carriages not a week ago from the 
same firm; they don’t seat so mag A people and they weigh a 
ton a carriage more than yours do, for the same money.” This 
represents a verycommon idea of economy. We recollect a 
firm in the North advertising, as their principal claim to pa- 
tronage, that they make the heaviest portable engines for the 
power in the world. The system applied to railway carriage 
constraction has, however, many objectionable features, which 
We regret tosee are not quite as fully appreciated as they 
Ought to be. 

As = the future of English railways, it may be said that 
the civil engineer has little or nothing to do. The most im- 
portant economies which it is possible to expect must be 
worked out by the locomotive superintendent, and we would 
strongly urge on the directors the recessity which exists for 
giving to engineers the utmost possible latitude. Let them be 
careful to + only good men ; but, having got them, direct- 
ors should treat them as competent professional gentlemen, 
keenly interested in the vg ed of the line the traffic of 
which they have to conduct. conclusion, we would add that 
great benefit would be likely to ariso from the formation of a 
society of railway engineers, similar in its general features to 
the American Master Mechanics’ Association, which has been 
often referred to in these pages. The interchange of ideas, 
and the collection and gore | of valuable data for future 
reference could not fail, we think, to promote the working effi- 
ciency and economy of our railway system. 


@eneral Mailroad Wlews. 


ELECTIONS AND APPOINTMENTS. 














—Mr. A, L. Rives, of Pennsylvania, has been appointed Gen- 
eral Sentelntondoas aod Chief Engineer of the Mobile & Ohio 
Railroad, in place of L. J. Fleming, resigned. Mr. Fleming, 
who has served his company for sixteen years, remains as its 
President and Consulting Engineer. 


—The Keosauqua North & South Railroad Company recently 
organized by the choice of the following officers: President, 
Charles H. Fletcher; Secretary, George neg? _ Directors, 
Charles H. Fletchef, J. B. Blakemore, R. Lea, William Kreig, 
Y. P. Towmbly, J. J. Kinnersley, Abe Wilkins and George A. 
Henry. + 

—Mr. William M for a number of years Auditor and Par- 
chasing Agent of ne” Louisville, Cincinnati & Lexington Rail- 
road Company, has resigned to accept the position of Auditor 
of the Texas & hea = ene Ago with headquarters 4 
Marshall, Texas. Mr. ’s reports, as given in the annua 
reports of his company, have been edacably complete and 
elaborate. os Be et 

—Acireular from Mr. A. A. Talm: General Superintenden 
of the Atlantic & Pacific Railroad a leased icocn aneammeen 
that Mr. E. L. Wentz has been appointed Superintendent of the 
Atlantic & Pacific. Division, in p of M. G. Cary, resigned. 
His headquarters will be at Springfield, Mo. 

—The new board of directors of the Kansas City, Memphis & 
Mobile Railroad Company has elected the following officers ; 
President, R. T. Van Horn; Vice-President, R. 8. Stevens: 
Treasurer, H. M. Holden ; , W. O. Mead; —— 
R. C. McBeth; Superintendent, A. D. La Due. Mr. Stevens is 
General Manager of the Missouri, Kansas & Texas road. 

—OCol. I. N. Ross, of Holden, Mass., has been appointed Su- 
perintendent of the Boston, Barre & Gardner Railroad, in place 
of T. B. Sergeant, resigned. 

—Mr. Lucien W. Palmer, late Superintendent of the Connecti- 
cut & Passumpsic Rivers Railroad, has been appointed General 
Freight Agent of the Providence & Worcester Railroad. Mr. 
Palmer held this position before he went to the Connecticut & 
Passumpsic Rivers road, two years ago. 

—Mr. W. H. Harrison, late Master of Machinery on the Pitts- 
burgh, Washington & Bsitimore road, has been ——- As- 
sistant Master of a on the Baltimore & Ohio, with 
headquarters at Piedmont, W. Va. 

—The regular annual meeting of the stockholders of the 
Chicago & Alton Railroad Company was held in Chicago, April 
7, and John Crerar, of Chicago, Lorenzo Blackstone, of Nor- 
wich, Conn., and John J. Mitchell, of St. Louis, whose terms of 
office had expired, were re-el directors. As there was not 
aquorum of the board of directors present no other business 
was transacted. 

—At the annual election of the stockholders of the Panama 
Railroad Company, a 7, the following board of directors was 
chosen : 8. L. M. ow, Edwards Pierrepont, T. B. Musgrave, 
A. B. Stockwell, J. M. Burke, G. G. Haven, C. A. Hotchkiss, A. 
Masterson, S. J. Harriot, H. W. Gra ¥ L. 8. Stockwell, C. A. 
Avery, and F. W. G. Bellows. The number of shares voted on 
was 47,152, all the votes having been for the above ticket. 
Of the above thirteen names nine are new, and five of 
the nine are stock-brokers. The four directors re-elected are 
Mesars. A. B. Stockwell, A Masterson, L. 8. Stockwell, and F. 
W. G. Beilows. 

—At the annual meeting of the stockholders of the Pacific 
Railroad Company of Missouri, held at St. Louis, March 31, 
Messrs. W. H. Coffin, D. R. Garrison, John B. Henderson and 
Morris J. Lippman were chosen directors in place of the four 
whose terms expire. Mr. Coffin was re-elected ; the other three 
replace Messrs. D. Rankin, Jr., Dwight Darkee and George E. 
Leighton. 

—Mr. William A Ernst, late Superintendent of the Fort 
Wayne, Jackson & Saginaw Rail has been appointed Su- 
perintendent of the new Detroit, Fort Wayne & Logansport 
road, formed by the consolidation of the Fort Wayne, Jackson 
& Saginaw, the Detroit, Hillsdale & Indiana and the Detroit, 
Eel River & Illinois 8. 


—At a meeting of the directors of the Toledo, Peoria & War- 
saw Railroad Comeene in New York, recently, the old officers 
were re-elected, as follows; President, James A. Secor; Vice- 
President and General Superintendent, William H. Cruger, 
Secretary and Treasurer, Theodore Higbe ; Assistant Secretary, 
Thomas H. Williams, of New York. 

—At a meeting “ — a A ow ee 
Railroad Com eld at Oswego, N. Y., Apri e following 
officers were Gected : Presiden ° G. Kellogg ; Vice-President, 
Burt Van Horne; Secretary, H. L. Davis; * urer, Luther 
Wright. Mr. Kellogg replaces Mr. Gilbert Molleson as Presi- 
dent. 

—At the annual meeting of the Detroit, Lansing & Lake 
Michigan Railroad Company at Detroit, Mich., April 2, the 
following board of directors was elected: H. H. Smith, James 
F. Joy, Detroit, Mich. ; womgies Rich, Ionia, Mich; C. L. 
Young, H. A. Whitney, W.F. eld, Nathaniel Thayer, George 
O. Shattuck, John A. Burnham, John W. Brooks, Charles Mer- 
riam, Boston, Mass. Messrs. Merriam, Young apd Whitney are 
new nmrembers of the board. 


—The European & Oregon Land Company, the purchaser of 
Oregon Californie. raligond jand gras, hee choose the 
Pion On oseph “8. Wilson, President; Faxon D. 





Atherton, Vice-President ; Wm. 8. Ralston, William Norris, John 
P. Jackson, Thos. Brown, Milton 8S. Latham, Jared L. Rath- 
bone, BR. Sulzback, Francis Avery and Jesse Holladay directors. 


—A meeting of the directors of the Varna, Pern, Mendota & 
State Line Railroad Company was held in Chicago, April 5, for 
the purpose of — Officers. The following officers were 
elected: President, Charles Kellum; Vice-President, T. D. 
Brewster, of Peru; Secretary, J. H. Johnson, Woodstock ; 
Treasurer, C. C. Merrick, of Chicago. The officers named were 
chosen to be an Executive Committee, and a resolution was 


passed ordering a preliminary survey of the line to be made at 
once, 


—Mr. Edward H. Morris has been appointed General Freight 
Agent of the Poughkeepsie & Eastern Railroad, in place of 
George Marshall, deceased. Mr. Morris has for some time 
been in the employ of the Boston & Albany Company. 


—Gen. F. M. Drake, of Centerville, Iowa, has been re-elected 
President, and Henry Hill, Superintendent, of the Missouri, 
Iowa & Nebraska Railroad Company for the ensuing year. 


—The incorporators of the Wisconsin Midland Railroad Com- 
pany met at Oshkosh, Wis., April 3, and organized by the elec- 
tion of the following officers: President, Col. J. L. Dorrance ; 
Vice-President and Secretary, Edward Sargent ; Treasurer and 
Superintendent of Construction, D. L. Harkness, of Berlin ; At- 
torney, A. B. Hamilton, of Ripon; Chief Engineer, Harvey 
Tomilson, of Ripon. 


—At a mestiog of the directors of the Erie Railway Com- 
pany in New York, April 8, Col. O. Chanute was appointed Chief 
Engineer, and Mr. A. R. Macdonough was chosen Secretary in 
place of H. N. Otis, resigned. 


—The new board of directors of the Panama Railroad Com- 
pany met in New York, April 8, and elected the following offi- 
cers for the ensuing year: President, A. B. Stockwell: Vice- 
President, F. W. G. Bellows ; Secretary, John Keeler; Treas- 
urer, Henry Smith. These are all re-elections. 


—Mr. George W. McMillan has been appointed Eastern Paa- 
senger Agent of the Chicago, Burlington & Quincy Railroad, 
with headquarters at Harrisburg, Pa. 


—Mr. Isaac M. Cole, of Boston, has been chosen President of 
the Central Railroad Company of Iowa, in place of Mr. C. C. 
Gilman, who has resigned. 


—The stockholders of the Absecom & Great Bay Railroad 
Company met in Camden, N. J., March 29, and organized by 
the election of the following board of directors : Jonathan Sovy, 
Peter Boice, Wm. Moore, Jr., B. W. Higbee, J.L. Warner, 
Theodore J. Shuster, Horace J. Subers, Wm. M. Burke, Jona- 
than G. Sterrett, E. Stanley Perkins, Charles E. Henry. Sub- 
sequently the directors elected H. J. Subers, President ; Theo- 
es = - Shuster, Secretary and Treasurer, and Wm. Moore, Jr., 

icitor. 


—At the annual meeting of the stockholders of the Second 
Avenue (New York) Railroad Company, the following board of 
directors was elected : Thomas Crane, Edward Haight, Waldo 
Hutchins, Julius Wadsworth, Legrand Lockwood, George Bell, 
Joseph Richardson, John J. Donaldson, Augustus E. Masters, 
en Merbach, Wm. 8. Thorn, Frederick De Billier, James 

. Fish. 


—Col. J. C. Carpenter, of Kansas, has been appointed At- 
torney of the Missouri, Kansas & Texas Railway Company. 

—The officers of the New York & Philadelphia Railroad Com- 

any, recently organized under the new general lawof New 

ersey, are as follows: President, Samuel K. Wilson ; Treasur- 
er, W. W. Stelle; Secretary, Robert K. Corson; Chief En- 
?—o- A. B. Gillette ; directors, Cortland Parker, Newark, N. 

-; Samuel K. Wilson, William W. Stelle, Trenton, N. J.3 Robert 
8. Green, Elizabeth, N. J.; Edward 8S. Wilde, Henry M. Hamil- 
ton, Bloomfield, N. J.; Charles H. Taylor, nts N. J.; Abra- 
ham J. Skillman, Somerville, N. J.; Algernon 8. Cadwallader, 
Yardleyville, N. J.; Arthur B. Gillette, Attleboro, Pa.; Robert 
K. Corson, Philadelphia ; Hugh 8. Cole, Nicholas Murray, New 
York City. 

—Colonel G. I. Foreacre, late Superintendent of the Western 
Railroad of Alabama, has been appointed Superintendent of the 
Macon & Western Railroad. 

—It is rumored that Mr. O. H. Dorrance, now Assistant Super- 
intendent of the Kansas Pacific Railway, will succeed Mr. O. 
Chanute as-Superintendent of the Leavenworth, Lawrence & 
Galveston Railroad. 4 

—At the annual meeting of the directors of the Erie Railway 
April 8, Mr. A. R. Macdonough was chosen Secretary in place 
of Horatio N. Otis, whose resignation was accepted, and the 
appointment of Mr. O. Chanute as Chief Engineer of the com- 
md was confirmed. Mr. Chanute comes from Lawrence, 

n., where he has been for some time Superintendent of the 
Leavenworth, Lawrence & Gaiveston Railroad, which, as well 
as the Missouri River, Fort Scott & Gulf road, was constructed 
under his supervision. Heis better known among ss. 
perhaps, as the engineer of the Kansas City Bridgo, the first 
structure of the kind built over the Missouri, and one which 
was completed successfully in the face of great obstacles. Mr. 
Chanute has also had charge of city engineering works in Kan- 
sas City and also, we beleve, in Leavenworth. She Erie could 
hardly have found a more capable man for the position. 

—On the 8th, the new board of the Panama Railroad Com- 
— chose the following officers: President, A. B. Stockwell ; 

ice President, F. W. G. Bellows ; Secretary, J. Keeler; Treas- 
urer, H, Smith. 








TRAFFIC AND EARNINGS. 


—The earnings of the Great Western Railway of Canada for 
the week ending March 14 were: 1873, £23,640; 1872, £21,744; 
increase, £1,896, or 8} per cent. 


—The earnings of the Grand Trunk Railway for the week 


ending March 15 were: 1873, £36,100; 1872, £31,100 ; increase, 
£5,000, or 164 per cent. 


—The earnings of the St. Louis & Iron Mountain Railroad for 
the third week in March were: 1873, $61,530; 1872, $42,503 ; 
increase, $19,027, or 533 per cent. 

—The nies of the Chicago & Northwestern Railway for 
the second week in March were : 1873, $221,773 ; 1872, $170,446 ; 
increase, $51,327, or 304 per cent. 

—The earnings of the Central Pacific Railroad for the month 
of March were: 1873, $974,460 ; 1872, $875,763 ; 1871, $614,446 ; 
increase, 1873 over 1872, $98,697, or 11] per cent.; increase, 
1873 over 1871, $360,014, or 58§ per cent. 

For the three months ending March 31, the earnings were : 
1873, $2,521,335; 1872, $2,039,822; 1871, $1,636,435; increase, 
1873 over 1872, $481,513, or 23§ per cent. ; increase, 1873 over 
1871, $884,900, or 544 per cent. 


—The earnings of the Great Western Railway of Canada for 
the week ending March 21 were: 1873, £24,275; 1872, £22,279; 
increase, £1,996, or 9 per cent. 


—The following comephares have thus far reported earnings 
for the month of March : 


1873. 1872. Increase. Decrease. P c. 
Chicago & Northwestern $959,911 $846.394 $113,517 cane 13% 
SN dawkesteawebenckae - 1,515,3-2 1,464,209 51,173 3% 
Marietta & Cincinnati.. 180,467 150.754 29.683 19% 
Ohio & Missis:ippi..... 832 849 288.852 48997 15% 
CentraifjPacific.......... 74,460 875,763 98,697 .... 114% 


—The earnings of the Louisville & Nashville Railroad, main 
stem and branches (excluding Memphis Branch), for the month 





of February were: 1873, $280,000; 1872, $236,913; increase, 
$43,087, or 18} per cent. The earnings of the Memphis Branch 
were : 1873, $143,300; 1872, $169,499 ; decrease, $26,199, or 15} 
per cent. The earnings of the Nashville & Decatur Division for 
February, 1873, were $76,600, and of the South and North Ala- 
bama Division, $70,700. The earnings of the road including 
branches andjleased lines for the month were $570,600, or $705 per 
ee The earnings of the main line were $784 per mile for the 
month. 








PERSONAL. 


—Mr. R.W. Chase, General Freight Agent ; Mr. Luther Allen, 
Auditor, and Mr. C. T. Hobart, Superintendent ot the Minne- 
sota Division of the Northern Pacific Railroad, have resigned 
their respective positions. 


-—Mr. Hilton, Assistart Vice-President, Mr. H. N. Otis, Sec- 
retary, and Mr. J. D. White, Assistant Treasurer of the Erie 
Railway Company, have resigned their respective positions, 
and the resignations have been accepted by the board of di- 
rectors. 


—Mr. Andrew J. Day, General Western Passenger Agent of 
the Erie Railway, died at his residence in Chicago, March 30. 
Mr. Day has represented the Erie Railway at Cincinnati and at 
Chicago for the past fifteen years. He has been engaged in the 
business of transporting passengers for many years, having 
been Captain of a passenger boat on the Erie Canal before the 
railroads of New York were in existence. 


—Frank Thomson, the newly-appointed Superintendent of Mo- 
tive Power of the Pennsylvania Railroad, was presented with a 
White Chapeljdog-cart, tandem whip and a pair of blankets, 
valued at $950, by the employees of the Eastern Division of the 
Philadelphia & Erie Railroad, of which Division he was Super- 
intendent the past nine years. His span of horses were hitched 
up tandem to the cart and awaited his arrival from Altoona at 
the Williamsport depot on Saturday, March 22. He was pre- 
sented with a letter by the committee on behalf of the em- 
ployees, which said, very correctly and sensibly, ‘‘ We the un- 
dersigned committee, on behalf of the employees of the East- 
ern Division of the Philadelphia & Erie Railroad, take pleasure 
in tendering yuu these articles as a token of their esteem for 
you while Superintendent of this Division.” 











CHICAGO RAILROAD NEWS. 
Ohicago, Dubuque & Minnesota. 


A-considerable addition has recently been made to the ma- 
chinery of the shops of this company at Dubuque. The com- 
pany is also seriously considering the question of completing 
the branch line running west about half way between the Iowa 
Division of the Illinois Central and the Iowa Extension of’ the 
Milwaukee & St. Paul road westward from LaCrosse. 28 miles 
of this road are already completed, 46 miles more are partially 
graded, taking the road to about the west line of Fayette 
County. From this point the Iowa Pacific, running westward 
to Fort Dodge, is nearly — the distance being 133 miles, 
Propositions are now uuder consideration to complete all this 
road so as to make a branch of 180 miles connecting with the 
Chicago, Dubuque & Minnesota by the end of the present work- 
ing season. This, with the 195 miles already in operation, will 
make the Chicago, Dubuque & Minnesota one of the very im- 
portant roads of the country. 


Illinois & Michigan Oanal. 
Navigation on the Illinois & Michigan Canal was opened be- 
tween aot and Joliet on the 4th inst.,and between Joliet 


and LaSalle on the 11th. Boats are allowed to draw 4 feet 
6 inches. 


Ohicago, Pekin & Southwestern. - 


This company will commence about next weck to run regular 
trains to Peoria. 


Pittsburgh, Fort Wayne & Ohicago. 
This road has been put into first-rate order this spring, steel 


rails having replaced all old or defective rails. The business 
is large and constantly increasing. 


Ohicago & Pacific, 

This road has been completed to within about 8 miles of 
Elgin, and will be finished to that place within a few days. The 
company expect to put on a regular suburban train next week. 


Ohicago & Paducah. 


The iron for the 50 miles between Fairbury and Monticello 
has been purchased and will be laid as soon as possible, com- 
mencing on the first of May. This is all that the company pur- 
poses to do at present. Later in the season they may decide to 
undertake still more work. 


Chicago & Northwestern. 
Work is completed on the first and third tunnel, which have 
been in progress for some time, on the Madison Extension. The 


middle tunnel is not done yet, butis being pushed forward 
towards completion as fast as possible. 








ANNUAL REPORTS. 
Northern Oentral. 


This company’s road extends from Baltimore north to Sun- 
bury, Pa., 138 miles, with an extension from the depot in Balti- 
more to the docks at Canton, 4 miles, making 142 miles owned. 
It operates under lease the Shamokin Valley & Pottsville Rail- 
road, from Sunbury to Mount Carmel, 28 miles, the Elmira & 
Willamsport road, from Williamsport, Pa., to Elmira, N. Y., 78 
miles, the Chemung Railroad, from Elmira to Watkins, 22 
miles, and the Elmira & Canandaigua road, from Watkins to 
Canandaigua, 47 miles—a total of 175 miles leased, and of 317 
miles operated. The company also uses the track of the Phil- 
adelphia and Erie road from Sunbury to Williamsport, 40 miles, 
and the trains of the Philadelphia & Erie pass over the North- 
ern Central from Sunbury to Harrisburg, 55 miles. 

The operations for the year ending December 31, 1872, are 
given as follows in the annual report : 










Earnings from passengers...............ccecccccsccccces 95,164 66 
akxhhbeescssus 5600 canebsssenioatahaune coesres 3,082,144 16 
Express ee 110,463 33 
Mails... 89,682 50 
as 5 sien srnseessiinedsn b's in thareshaeabaddien 231.365 54 
TOC MAAC ROP MMID). cccscvccsiccsce cévcdscceedt $4,598,820 19 
The expenses were: 
For conducting transportation............ $987.030 49 
BAUS DOES iso des ddvccvecessctecevesee 1,153,213 98 
Mimintemanes OF WAP icc vecccncesccccsevcecs 796,795 90 
Maintenance Of CaS... .....00c0.ccesecces 425,626 21 
| ROTI eTTeTee 74,384 39 - 3,437,050 97 
|” RS eR Cee eee 2 ete eee $1,161,769 22 


The expenses were 74} per cent. of earnings. As compared 
with the previous year, there was an increase of $331,921.34, or 
7} per cent., in gross earnings, an increase of $457,313.11, or 
15} per cent., in expenses, and a decrease of $125,391.77, or 93 
per cent., in netearnings, The average amount received for 
moving one ton of freight one mile was 1.67 cents, as against 
1.73 cents in 1871. The coal tonnage of the upper divisions 
has increased largely, the Elmira Division alone showing an 
increase of 19,438 tons. The coal tonnage of the main line 
shows only a small increase, owing mainly to the lack of ter- 
minal at Baitimore. A large increase of these facili- 
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ties, in the form of wharves and warehouses for freight at Can- 
ton, and additional side tracks and coal dumps in various parts 
of the city of Baltimore, are required. New warehouses for 
freight near the present depot are also much needed. It is es- 
timated that an expenditure of $2,000,000 will be required to 
provide for immediate wants. 

The operations of the leased lines have been profitable, with 
the exception of the Elmira & Williamsport road, which shows 
a deficiency, after paying the rental, of $67,330.59. This is at- 
tributed mainly to the character of the road and its equipment, 
which is not suited to its present traffix. Heretofore its busi- 
ness has been mainly box-car freight, paying reasonably high 
rates and requiring only a light rail and light motive power. 
But the discovery of bituminous coal on the line and the largel: 
increased demand for anthracite coal in the North have devel- 
oped a large traffic, which must be carried at low rates. In or- 
der to carry this traffic profitably, the road must be well bal- 
lasted, and heavier rails and heavier locomotives substituted for 
those nowin use. To put this line in proper condition for its 
paper trafic will require an expenditure of about $1,000,000. 

t is believed that if these changes are made, the road will not 
only pay the rental, but produce a surplus, besides adding 
largely to the traffic of the main line. 

During the year, in order to arrange the hitherto unsatisfac- 
tory character of some of the leases, the company has pur- 
chased nearly all the stock of the Chemung and the Elmira & 
Canandaigua companies. In payment for this stock, income 
bonds, payable in 50 years and bearing 7 per cent. interest 
have been issued to the amount of $2,750,000. 

During the year $60,000 has been added to the sinking fund, 
making the whole amount of that fund $927,397.91. 

The report closes by strongly recommending the lease of the 
road to the Pennsylvania Railroad Company, or its consolida- 
tion with that company. 


Oatawissa, 


This road extends from Tamanend, Pa., on the Lehigh Valley 
road, west to Milton and thence north along the Susquehanna 
to Williamsport. The Jength of the road is 94miles. The road 
was leased to the Philadelphia & Reading Company, and that 
company took possession on November 1, 1872. 





The receipts for the ten months ending Oct. 31 were...... $572,104 76 
Working, maintenance and general expenses (68 per cent) 388,934 85 
TOE CORR, 500 56405 5000 s000ngnsecknbieebhehe: sebaben $183,169 91 


The earnings of the road under the lease for November and 
December were $104,734 14, making the earnings for the year 
1872 $676,838.90, or $7,200 per mile. This is an increase of 
$22,510.53, or 3$ per cent. over the previous year. 

The workings of the extension to Williamsport have been gat- 

isfactory, but the earnings have been less than was expected, 
on ae of the sharp competition to which the road was sub- 
jected. 
. During the year, under the ote conferred upon the 
board of directors, $1,000,000 of new preferred stock was issued, 
entitled to receive dividends as follows: For the year com- 
mencing November 1, 1873, 2} per cent. ; for the year com- 
mencing November 1, 1874, 44 per cent., and thereafter 7 per 
cent. The payments under the lease will be sufficient to meet 
this, as well as the dividends on the old preferred stock and in- 
terest on bonds. The total amount of preferred stock is now 
$3,200,000, of common stock $1,159,500, and of funded debt 
$1,740,350, making the total capital account $6,099,850, or $64,- 
892 per mile. , 


Northern, of Canada. 


This company owns aroad from Toronto, Canada, northwest 
to Collingwood, on Georgian Bay, 95 miles, with short branches 
from the main line to Barrie and to Bell Ewart, making a total 
length of line owned of 974 miles. The company also leases 
the lines of the Northern Extension Railway Company, from 
Barrie to Atherly, 24} miles, and from Collingwood to Meaford, 
205 miles, making a total length of line worked of 1423 miles. 
A considerable portion of the Northern Extension lines was 
opened only during a part of the year, making the average 
mileage for the year 125 miles. The receipts and expenditures 
for the year 1872 were as follows : 
Gross earnings ($7,153 per mile) 
Working expenses (59 per cent) 


ve 774 40 
S500 88 


Ce ene i etain celal dani stapes Sot . $366,264 52 
New construction and equipment................ sescees 185,723 48 
$180,541 04 

Balance from previous year............seeesees sees . 2,221 43 
$182,762 47 

Eenberant QOOCURG . o605560iscsccoqgecccsesectos ces dééscoece GOED 
ROB iin ook iciwiesesscsccncseuessccasmeseabeebenee $3,532 87 


The gross earnings show an increase over the previous year 
of $117,275.46, or 15 per cent. The percentage of working ex- 
penses was decreased from 594, in 1871, to 59, in 1872. ere 
was an increase in every item of receipts. 

The company has asked for authority to consolidate its capi- 
tal accounts, in order to simplify and settle its financial posi- 
tion. It has been determined to reduce the gauge from 5 feet 
6 inches to 4 feet 8$ inches. To facilitate the lumber trade, a 
line of steam and sailing vessels is to be established between 
Toronto and Oswego, N. Y. Five locomotives and 120 cars 
were added to the equipment during the year. Considerable 
additions have been made to the rs buildings and wharves, 
and over 24 miles ot new sidings laid. _ 


New York & Oswego Midland. 

At the annual meeting of this company at Oswego, N. Y., 
April 2, the President, Mr. Dewitt C. Littlejohn, made a report 
of the condition of the road. The receipts and disbursements 
for construction to March 1, 1873, are as follows : 


Receipts. 
TEOMA GROAN i05 css cacosmencanscaesinae i caadaien $7,188, 
Morteame DOREB. «0 <0.c0cccccvescocstenteced’s 46setedess 0,454,055 16 
Profits from transportation............0..sceccecesesees 368,011 73 


Unfunded debt, mostly secured by mortgage bonds.... 3,256,682 60 


UN cxccsun. snpceescecuamphebaunetacseansesooake $21,261,812 02 
Disbursements. 

Cost of road, buildings and real estate. .........2...0 $12,896,235 99 

MOMIIIARS,.. 0 os <i.0s:v060000s80sec000u0 ereese cocsegesoss 2,241.918 53 

DRAER,....cu nes 00s 0s0ce00s onbstbbaseshaotaenberedon 55,512 82 


Advanced to aid in construction of New Jersey and 
leased roads for which this company holds adequat 
securities 923 345 75 

DORE Sinn dddesdiccesiore gh eabdasiaes eosecece - $21,117,313 09 
EQUIPMENT. 

The equipment of the road is as follows: 84 locomotives, 51 
passenger coaches, 30 baggage, mail and express cars, 359 box 
and stock cars, 609 flat cars, 17 caboose cars, 400 gondola cars, 
96 gravel and ore cars, 196 four-wheel coal cars, 6 snow plows. 

The company has a contract for 1,600 freight cars to be de- 
livered at the rate of 40 per month, or as much faster as may 
be required, and also a contract for 26 locomotives, to be deliv- 
ered during the spring and summer. It is intended to contract 
immediately for 24 additional locomotives, which, with the 
power on hand, will supply all wants for a year to come, ~ 

The company had hoped to have its road oes through to 
New York by January 1, 1873; but its completion has been 
delayed by several causes, chief of which were the difficulty of 
procuring labor, the aonlty of providing the necessary funds 
aud the severity of the ter, The is nearly all 


Peete e ee eee rene eee te nets eeeseesesereses - 


done, but it will take until the last of .May or the middle of 
ballastin 


June to lay the track and do the necessary g 
That pert of the line from De Ruyter to Cortland, N. Y., was 
opened for business June 5, 1872. The New Jersey Midland 


was opened June 17, 1872. The Western Extension was opened 
for business from Cortland to Scipio Center, 37 miles, Decem- 
ber 16, 1872. Surveys have been made for the extension of this 
line to the Niagara River. A considerable amount of money 
has been expended on the New Jersey Midland in ballasting 
and other improvements, the cost of which will be adjusted b 
the New Jersey Company. The opening of the Syracuse 
Chenango Valley road gives a direct connection with Syracuse. 
The earnings of the road have been as large as co be ex- 
pected in its incomplete condition. 








OLD AND NEW ROADS. 
Honduras Railroad. e 


Advices from Honduras state that Messrs. Waring Brothers 
& M‘Candlish had thrown up their contract for this railroad, 
and had ceased to have any connection with it since the 16th of 
January. The trustees of the original ‘‘ Honduras loan” had 
been appointed, and they had taken charge of the works, rail- 
road, &c., which will be proceeded with in the event of the new 
loan now being floated proving a success. 


Knoxville & Oharleston. 

This railroad was offered for sale at auction to satisfy the 
claims of the State of Tennessee, on the 2d inst., but was 
bought in by the State on a bid of $100,000, there being no 
other bidder. 


Taxation of Baltimore’s Percentage of the Baltimore & 

Ohio Earnings. 

The opinion of the United States Supreme Court, read April 
7 by Mr. Justice Hunt, in the case of The United States against 
The Baltimore & Ohio Railroad Company, settles the question 
that the United States has no eg to tax that part of the 
earnings of a corporation which has been previously pledged to 
a State or municipality. In the case referred to, the city of 
Baltimore, for the purpose of bringing trade from the West to 
its citizens, did, by the consent of the Maryland Legislature, 
issue to the Baltimore & Ohio Railroad Compan: 000,000 
worth of bonds to aid in the construction of the ro The con- 
dition was that the road should pay to the city a certain per- 
centage of its earnings as a sinking fund, beside the interest on 
its bonds. The United States undertook to collect an internal 
revenue tax on the net o—- of the road before deducting 
the part that was to be paid to the a and the com- 
pany refusedto pay. The Supreme Court holds that this tax, 
so far as it applied to the city’s share of the money, was not a 
tax levied on the aa but upon the city, and it has often 
been decided that the United States cannot tax a municipal 
corporation, which is the representative of a State, so far as 
certain powers go, any more than it can tax the State itself. 
The tax ought not in this case, therefore, be collected. 


Northern Pacific. 


It is annonnced that this company has completed on favor- 
able terms, and below the estimated cost, an arrangement for 
the extension of the road northward during the present year to 
a practical connection between the 65 miles of road already com- 
— north from the Columbia River, and the waters of Puget 

und. The contractors on Saturday, by telegraph, pnt men 
at work on the line. 


Texas & Pacific. 


The change of the gauge of the old part of the line from 
Shreveport, » to Longview, Tex. (formerly the Southern 
Pacific), from 5 feet 6 inches to 4 feet 8} inches was completed 
Aprill. Tracklaying west from Longview will be commenced 
at once. Track has been laid on the line from Dallas east to 
Syene. A new survey has been made from Dallas west to Fort 
Worth, reducing the distance to 314 miles. On this section 
work will be begun immediately, and it is to be completed by 
September. 


Oakdale & Wellsville. 


A railroad is proposed to extend from Oakdale, Pa., on the 
Pittsburgh, Cincinnati & St. Louis, 14 miles west of Pittsburgh 
northwest about 30 miles to an intersection with the Clevelan 
& Pittsburgh road near Wellsville, O. 


Memphis & Raleigh. 
The contract for completing the road-bed and la 


track has been awarded to McGavock & Tate, of 
Tenn. 


Brunswick & Albany. 

The Augusta (Ga.) Chronicle says: ‘‘The bondholders pro- 
pose to place $100,000 in the hands of George H. Hazlehurst, 
who is to be made the referee for both parties, for the purpose 
of settling all claims against the company. This sum will pa 
about one-third of the floating debt. If the offer is accept 
the bondholders declare that they will push the road forward | 
to completion as rapidly as possible.” 


Wilmington, Charlotte & Rutherford. 

The judge of the Superior Court for the ninth district of 
North Carolina, on complaint of some of the creditors of the 
company, has issued an injunction restraining the commission- 
ers from selling this road. The sale was advertised to take 
place April 10. 


Boston, Hartford & Erie. 

The trustees under the Berdell seastgnse have called a meet- 
ing of the bondholders, to be held in Horticultural Hall, Bos- 
ton, April17, for the purpose of organizing a new company to 
take possession of and operate the road. The mortgage pro- 
vided that on failure of the company to pay interest the trus- 
tees could at once foreclose the mortgage, subject to a right of 
the company to redeem within eighteen months. The trustees 
took possession of the road September 13, 1871, and the com- 
pany’s right of redemption expired March 13, 1873. 

It is claimed by the assignee in py that the Berdell 
mortgage does not cover the lease of the Norwich & Worcester 
road or the equity of redemption in the Hartford, Providence & 
Fishkill road. If this view is supported by the courts, a cer- 
tain amount of assets may revert to the creditors and stock- 
holders of the company. 


Wisconsin Oentral. 

This company asked the late Legislature of Wisconsin to per- 
mit it to acquire title to public lands, so far as it has and li 
continue to construct and complete any portion of its road. 
The Legislature, however, refused to pass the bill containing 
this provision. 


New York & Philadelphia. 

This is the title of the first company organized under the 
New Jersey General Railroad Law, which filed its papers im- 
mediately after the law had been recorded in the Secretary of 
State’s office. The company (which is successor to the Na- 
tional Railway Company) is to continue 50 —_ Its road is 
to extend from some point on the Hudson River or New York 
Bay though Bound Brook to the Delaware River at Yardley- 

ille,a distance of 60 miles. The capital stock is $7,500,000. 
The necessary pepeme have all been filed and the company will 
at once take all the property of the National Company and pro- 
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ceed to complete the road, Jt is said that the company expects 


to have cars running from Philadelphia to Bound Brook by thé 
end of July. 


Mendota, Rockford & Beloit. 

A new company, with a capital stock of $1,000,000, has been 
formed to build a railroad from:Mendota, Ill., on the Chicago, 
Burlington & Quincy road, north through Rockford to Beloit, 
Wis., a distance of about 70 miles. The section from Mendota 
to Rockford, 53 miles, is to be first built. The directors of the 
new company are Gilbert Woodruff, C. I. Horseman, A. L. 
Enoch, N. C. Thompson, E. W. Blaisdell, Jr., Isaac Utter, Hor- 
ace Brown, A.C. Spafford, P. Howes, William Peters, B. J. 
Heagle, C. B. Johnson and William Stockin 


ig. 
Oolumbus & Toledo. 


The City Council of Toledo, O., has voted to a) riate the 
$200,000 heretofore voted in aid of a railroad between the two 


places to the Columbus & Toledo ey me which purposes 
constructing the road on what is known as the ‘‘ East ” by 
way of Fostoria, Upper Sandusky, Marion and Delaware. 
Dunkirk, Allegheny Valley & Pittsburgh. 

This is the name of the yd formed by the consolidation 
of the Dunkirk, Warren & Pitts 


—_ and the Warren & Ve- 
nango companies. The consolidated line extends from Dun- 
kirk, N. Y., south to Warren, Pa., and thence southwest to 
Titusville, a distance of 90 miles. The section from Dunkirk to 
Warren, 55 miles, was owned by the first-named, and that from 
Warren to Titusville, 35 miles, by the latter company. The 
Warren & Venanzo road has only recently been completed. 
Ware River. 

The bondholders have instituted proceedings in bankruptcy 
against this company in the United States Circuit Court in 
Boston. The lease to the New London Northern Company was 
terminable by either party on 30 days’ notice, and the necessary 
notice having been given by the Ware River Company, the 
lease expired March 31. The majority of the stock is now held 
by parties in the interest of the Boston & Albany Compent, 
and it is probable that some arrangement will be made wi 
that company. 


Toledo, Tiffin & Eastern. 

The first train over this road entered the city of Toledo, O., 
by the new bridge over the Maumee River, April 1. Regular 
trains will shortly commence running. 

Long Island Oentral. 


Surveys are being made for an extension of this road from its 
present terminus, near Farmingdale, to Port Jefferson, a dis- 
tance of about 28 miles. 


Oolorado Oentral. 

This road is now completed to a point 25 miles from Golden 
and six miles beyond Blackhawk, the late terminus. 

Fort Wayne, Muncie & Oincinnati. 

It is reported that negotiations are going on for the consoli- 
dation of this company with the Detroit, Fort Wayne & Logans- 
port. The road extends from Fort Wayne, Ind., south 109 
miles to Connersville, the junction of the Cincinnati & Indian- 
apolis Junction and Whitewater Valley roads. 

Indianapolis, Bloomington & Western. 

Regular trains commenced running April 1 on the new West- 
ern — from White Heath, Ill., to Havana, on the Lili- 
nois River. 


Atlanta & Richmond Air Line. 


Trains are now running on the western end of the line to a 
point 86 miles from Atlanta and 10 miles beyond the late ter- 
minus. 

Uairo & Fulton. 

The bridge over White River was completed March 31. 

Trains can now run through from St. Louis to Little Rock 


without transfer. 


Kentucky & Great Eastern. 


Ground was broken March 31, at Maysville, Ky., for the west- 
ern section of this line from Maysville to Newport. 


Green Bay & Lake Pepin. 

Since the city of Winona, Minn., failed to obtain from the 
Legislature the necessary authority to transfer to this company 
the bonds heretofore voted for the Winona & Southwestern 
road, several propositions have been made to the company by 
the city, but no definite arrangement has yet been — 7 
A French Book on American Engineering. 

M. Malezieux, Professor of the Ecole des Pents et Chaussees, 
who was commissioned by the French Minister of Public Works 
in 1870 to visit this country, has published his report on the en- 
giueering works of the United States. It is comprised in two 
quarto volumes—the one consisting of letter press and the 


other large plates. Engineering, which contains a notice of 
the book, speaks very highly of its merits. 


A Oareful Engineman. 

An engineman on the Providence, Hartford & Fishkill road 
recently discovered a loose rail ahead, stopped his train, got 
off and spiked the rail down and passed over in safety. 


North Louisiana & Texas. 


The Vicksburg (Miss.) 7imes says that credible information 
has been received that terms have been d upon by which 
this road will pass under the control of the Texas & Pacific 
Company. The road is now completed from Vicksburg to Mon- 
soe 5 -, 72 mileg, and is to extend to Shreveport, 118 miles 
further. 


Lewiston & Auburn. 

A suit has been commenced to restrain the city of Lewiston, 
Me., from issuing its bonds in aid of this road. The petition 
alleges that the company was not legally organized and that 
the action of the city in calling the meeting which voted the 
bonds was illegal and informal. 


Woodstock. 

The town of Woodstock, Vt., has voted to guarantee the in- 
terest on $250,000 of the bonds of the Woodstock Railroad 
Company. 

Manchester & Point Pleasant. 
Work has commenced on this road, from Manchester, N. J., 


on the New Jersey Southern, east to Point Pleasant, a distance 
of about 14 miles. 


Peoria & Rock Island. 

The Rock Island (Ill.) Argus says that this company pro- 
poses to make an additional issue of mortgage bonds to the 
amount of $1,000,000. 


Paris & Decatur. ; 

The work of grading for the depot and side-tracks at Deca- 
tur, Ill., has been commenced. Preparations are being made 
to commence work on the extension to Peoria. The company 
has lately received two new passenger and 100 freight cars. An 
aiditional passenger train has been put on to accommodate the 
increasing travel. 


Chicago, Millington & Western. 
Negotiations are going on between this company and the La- 
ette, La Salle & Clinton. It is thought that 


fi ‘ements 
Will be made by which the track between Ia Salle and Prince: 
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‘ton, Ill, will be built and used in common by both roads. Both 
companies intend building through the two towns named, 
which are about 21 miles distant. : 


Connecticut Central. 

The town of Somers, Conn., has voted to take stock in this 
road to the amount of five per cent. ot its valuation, or about 
“$34,000. 


‘Lewiston & Queenston Suspension Bridge. . 

Niagara township, Ontario, has voted to give this na | a 
bonus of $5,000, and to exempt its property from taxation for 
five years. 


Intercolonial. 

It bas been announced in the Canadian Parliament that the 
‘gauge of this road will be redueed from 5 feet 6 inches to the 
standard gauge of 4 feet 8inches. This will be made neces- 
sary by the approaching change of the Grand Trunk. 


Buffalo, New York & Philadelphia. 

The cars of the Empire Line have commenced running over this 
road from Buffalo to Emporium, Pa., on the Philadelphia & 
Erie road. Thisis one of the Philadelphia freight lines, and it 
‘brings the Pennsylvania into Buffalo as a competitor for freight 
‘with the New York Central and the Erie. 


New Jersey & Delaware Central. . 

» ‘This company, recently chartered by the Delaware Legisla- 
ture, purposes to build a railroad from a point on Delaware 
Bay opposite the terminus of the New Jersey Southern road at 
Bay Side, N.J., through Townsend, Del., some point on 
‘Chesapeake Bay. Connection will be made by ferries with 
Baltimore on one end of the line and with the New Jersey 
Southern on the other. This isa partial revival of an old pro- 
ject, by which the New Jersey Southern road was to be part of 
‘a through line from New York to the South. 


‘Oairo & Tennessee River, 

. Meetings are being held to advocate the construction of this 
narrow-gauge road, which is to extend from a ro opposite 
Cairo, Lil., southwest through Mayfield, Ky., and Paris, Tenn., 
to Johnsonville, on the Tennessee River, a distance of about 
100 miles. 


Augusta & Greenwood. 

It is proposed to consolidate this company with the Spartan- 
burg & Union, and to build from Augusta, Ga., nearly due 
north to Union, 8. C., and thence run over the Spartanburg & 
Union to the Atlanta & Richmond Air Line at Spartanburg. 


Salt Lake Oity, Sevier Valley & Pioche. 

It is announced that this Utah company has contracted for 
iron to lay 50 miles of road, and for two jocomotives and a num- 
ber of cars.- It has 20 miles ready for iron and nearly as much 
more grading done. ‘ 


Western land. 

The contract for the extension from Hagerstown, Md., south- 
west to Williamsport, about nine miles, has been let. to Mr. 
Greenberry Watkins, of Montgomery County, Md., and work 
will shortly be commenced. 


Indiana & Illinois Central. 


Track-laying from Decatur, Ill., eastward will shortly com- 
“mence. e 


Absecom & Great Bay. 

This company intends to build a branch of the Camden & At- 
Jantic near from Absecom, N. J., northwest to Leeds’ Point. 
about seven miles. From ’ Poiut a ferry will be estab- 
lished to Tucker’s Beach and Tuckerton. Stock to the amount 
of $300,000 has been subscribed, and work will be commenced 
at once. 


Madison & Portage. 

It is reported that this company has nearly completed nego- 
tiations in London for the necessary funds to construct the 
projected extensions ot its 


Narrow-Gauge Construction Company. 

A company has been organized at Des Moines, Iowa, with a 
capital of $5,000,000, to engage in the business of building, 
equipping and operating narrow-gauge railroads. 

The Omaha Bridge Question. 

A dispatch from Omaha, Neb., dated April 4, says that the 
freight train from St. Joseph, on the Kansas City, St. Joseph 
& Council Bluffs Railroad, on that day crossed the bridge to 
Omaha, and it is stated that all the trains on that road will 
hereafter cross the bridge without any delay or transfer on the 
east side of the river. 


Wisconsin Midland. 
This company has been organized and claims to have good 
rospects for securing the necessary capital to build the road. 
he route proposed js from:Oshkosh, Wis., in a general south- 
westerly direction through Berlin, Princeton, Portage, Mon- 
tello, Arna and Mineral Point to the Mississippi. River opposite 
Dubuque, Iowa. The length of this line will be about 160 
miles. 


Baltimore & Drum Point. 


The contractors on this road, Messrs. Dickinson, Crowley & 
.Co., have forfeited their contract. 


Washington & Ohio. 


It is stated that work on the extension of this road west from 
Hamilton, Va., has been commenced. 


Chesapeake & Ohio. 

The heading to the Lewis Tunnel, the last on the road, was put 
through a few days since. It is expected that it will be ready for 
cars to pass through by June next. Work on this tunnel was 
commeuced in 1858, 

A line of fast passenger steamers will be put on to run be- 
‘tween Huntington and Cincinnati, as soon as express passen- 
ger trains commence running over the road. $ : 

The Norfolk (Va.) Journal says that the engineers of this 
company are.making surveys for a line from Richmond to York- 
town. Two lines have been surve from Richmond to 
‘Williamsburg and three from Williamsburg to Yorktown. 


Indianapolis, Bloomington & Western. 
Severa! hiies liave. been snrveyed for the Western Extension 
‘beyond Havana, I)!,, but the route has not yet been decided on. 
The company propuses to build the line to Quincy, provided 
_—— ae Of this sum about $50,000 has already 
een raised. ¢ 


-Pennsylvania. 3 

The Pittsburgh Commercial says: ‘‘ The Pennsylvania Rail- 
road Company has already recommenced geass for the ad- 
ditional double tracks between this city and Philadelphia, aud 
“it ‘is a. that the ara —_ of see mgr arti 
spent during the present year the company within the 
State. Of this amount $3,000,000 will be expended on the Pitts- 
burgh Divieion, extending from this city to Altoona, a distance 
‘of 117 mules.- In the latter sum is included the cost of making 
the connection between the Pennsylvania Railroad and the 
Pittsburgh, Virginia & Charleston Raiiway, by bridge across 
the Monungabela above.thé mouth of Turtie-Creek. ‘Chis work 
‘is‘partly under way, and the estim cost is ,000. It is 
expected that the connection will be completed during the 
present-year.~ ‘The ‘and excavating~ for. tlie new double 


tracks between this city and Turtle Creek are already far ad- 
vanced, and portions of the road-bad and tracks have been con- 
structed. Other improvements will be made at this end of the 
line, which will absorb a considerable portion of the $3,000,000 
to be spent on the Western Division. 


Grand Trunk. 


Mr. Alexander McEwen lately submittd to the board of di- 
rectors of this company a plan for raising the means necessary 
to change the gauge of the road, increase its rolling ssock, re- 
lay the line with steel rails and make the other improvements 
needed. The plan is to issue £10,000,000 pounds of new stock, 
to be sold at £20 per sharo, = £2,000,000, with 
which sum the gauge could be altered and steel rails laid within 
two years. It was also peopened that, as far as possible, all 
rent charges, equipment bonds, postal bonds and’small charges 
be consolidated into an issue of debenture stock, bearing 5 per 
cent. interest, and that the third preference shares be extin- 


ourth preference shares. The fourth preference would then 
become third preference shares. The capital account would 
then be about as follows: 








Interest 
Capital. Charge. 
DOUORTETS BOOK. 6.0 ivscciccccce tose cecveccece £5,600,0Uu0 £280,000 
Preference stock— 
Firs: preference, 5 per.cent..... £3.210,000 160,500 
Second ditto, ditto.............. 2,325,000 116.26) 
Third ditto. 4 per cent.......... 7,165,000 286,600 
— 12,700,000 

$18,300,000 £843,353 

I cancsccauna deseqnassdesseacas acne li 


It is believed that the increase of traffic which will follow the 
change of gauge and other improvements will be so great that 
the company will be enabled, not only to meet all its obliga- 
tions, but also to commence the payment of dividends on the 
open stock. 

Later advices state that this plan has been adopted and will 
be carried out as soon as some necessary legislation can be ob- 
tained from the Canadian Parliament. 


Atlantic & St. Lawrence. 


Ataspecial meeting of the stockholders of this Company 
(which constructed the section ot the Grand Trunk from Port- 
Jaud to the Canada line) held at Portland, Me., April 2, it was 
voted to accept the act recently passed by the Maine Legisla- 
ture authorizing the company to increase its capital stock 
$1,000,000. The stockholders also ratitied the action of the di- 
rectors in instructing the Treasurer to endorse, in the name of 
the company, the bonds of the Grand Trunk Railway issued in 
renewal of the Atlantic & St. Lawrence bonds. 


Burlington & Southwestern. 


iracsiuying bas been commenced from Cincinnati, Ia., south- 
west toward Unionville, Mo. 


Northern Oentral. 


This company has filed an answer to the complaint of Mr. 
Johu E. Hulme in the suit to restrain the company from leas- 
ing its road to the Pennsylvania Railroad Company. The an- 
swer, which is very long, gives a general denial to all the alle- 
gations of the complainant, and gives a detailed statement of 
the reasons for aud necessity of the increase of the capital 
stock and funded debt. It also insists upon the right ot the 
company to make the lease and states many reasons why the 
lease should be made. 


Vera Oruz & Jalapa. 

The Two Republics, published in the City of Mexico, says : 
We learn that the trausfer of the ‘‘ Zangroniz Concession” to 
the Mexican Railway Company has been approved by the Sa- 
preme Government; and that the company will proceed ac- 
tvely in the completion of this important road at. the earliest 


reas »nable period. The concession is for a railroad to the city 
of Jalapa. 


Houston & Texas Central. 


Texas papers report that this company refuses to transfer 
freight from the Missouri, Kansas & ‘I'exas at Denison, or at 
any other point than Red River City, the terminus of the Cen- 
tral. Ked River City is about tour miles north of Denison, and 
both companies have tracks between the two towns. 


Trial of Westinghouse Brake. 


An extended trial of this brake, with the latest improve- 
ments, was held near Boston on the Eastern Railroad, on the 
8th, beforea large assemblage of railroad menand others. A 
report of this trial will be given next week. 


The New Jersey General Railroad Law. 

This law having passed the Senate was sent back to the 
lower house, where a number of amendments were made. The 
Senate refused to concur in these amendments, and commit- 
tees of conference were appointed. After making a few unim- 
portant modifications, the committee reported the bill compiete, 
and the report was finally accepted and the bili passed by both 
houses. It received the signature of the Governor on the 3d, 
and is now the law of the State. 

The following summary of the bill as finally passed is from an 
official copy : 

Section 1 prescribes that any number of persons, not less 
than thirteen, can form a company for the purpose of building, 
operating and maintaining a railroad, or for the purpose of op- 
erating any unincorporated railroad already built. They shall 
make articles of association which must specify the places to or 
from which the road is to be built, the counties through which 
it is to pass, the names of the directors (to be thirteen in num- 
ber, a majority of whom must be residents of the State), the 
time the corporation is to continue, and the amount of the cap- 
tal stock, which cannot be less than $10,000 per mile. Upon 
tendering these articles of association to the Secretary of State 
to be filed, the company shall become a legal corporation, with 
all the powers conferred upon corporations by the general law, 
and also power to take and hold the necessary lands, lay out 
and buud the road, etc. The articles, however, shall not be 
filed until affidavit is made to the Secretary of State by five di- 
rectors that $2,000 per mile of stock has been subscribed and 
10 _ cent. paid in. No stock subscriptions shall be received 
unless 10 per cent. of the amount is paid in at the time of sub- 
scribing. There shall be 13 directors, who shall appoint a 
President, Secretary and other necessary officers, but every di- 
rector shall be a bona fide stockholder. 

Provision is made fur forfeiting stock on which assessments 
remain unpaid aiter due notice. The capital stock may be in- 
creased at any timo by a vote of two-thirds of the stockholders 
at a meeting called for the purpose, but only to the amount 
actually required for the construction and maintenance of the 
road. The company shall be liable for debts incurred by con- 
tractors for labor, but any amounts so recovered directly from 
the company are to be deducted from money due contractors. 

The road shall not be over 100 feet in width, except in cuts or 
embankments. Authority is given to enter and pass over any 
lands for the purpose of making surveys, etc., and to take and 
hold all lands necessary for the road, upon payment of dam- 
ages. Lands are to be condemuea in the usual form by com- 
missioners, to be appointed by a Justice of the Supreme Cvurt, 
an appeal being allowed to the Circuit Court of the County, 
the decision of which shail be final. 

Companies must maintain good road-crossings and cattle- 
guards and must make provisions for farm-crossings where 
required. The streets of any incorporated city must be crossed 
above or below grade, unless the city council ‘shall grant ex- 





rp be J giving the holders one-half second and one-half : 
efer 





press permission to cross at grade. At all grade-crossings 
signs must be erected. 

Ihe company shall have power to fix rates of fare and 
freight, but the passenger fares must not exceed three cents 
per mile (no single fare, however, need be less than ten cents), 
and the rates for any description of freight between two way 
stations, or a way and a terminal station, must not be greater 
than those charged for the same vlass of freight between the 
terminal stations. The necessary land for stations, workshops, 
etc., may be taken, not exceeding ten acres at any one place, 

Provision is made for the control of employees, treatment of 
passengers in case of refusal to pay fare, signals at road-cross- 
ings, checking and care of baggage, .etc. All employees must 
wear badges when on duty. Cars enough must be provided to 
seat all passengers. State officers are entitled to free passage 
when on business, All roads must be fenced. In making up 
trains, no freight or baggage cars can be placed in the rear of 
the passenger cars of the train. 

No company can occupy the road or lands of another compa- 
ny without its consent nor cross any other railroad at a less 
angle than 45 degrees. Connection can be made with any road 
now built or to be built, and in case of disagreement between 
companies, the dispute shall ba settled by commissioners to be 
appointed by the ———— Court. In case of disagreement 
with the Post Office Department as to carriage of the mails, 
commissioners shall be appointed by the Governor to settle the 
matter. 

Where bridges over. navigable streams are required, the 
bridge must be at right angles with the channel, and eufficient 
draws, with proper signals, must be maintained. The riparian 
es are authorized to sell any land under water re- 
quired. 

Bonds may be issued to any amount not greater than that of 
the capital stock. Full authority is given to consolidate with 


| other roads in or out of the State, to lease the road to other 


companies, or to lease other roads, 

A sworn statement shall be made on the first Monday in 
January of each year of the cost of the road and equip- 
ments to date, and a tax of one half of one per cent. 
annually shall. be paid on the cost of the road, and euch 
other taxes as may be required by general law. The real estate 
of the company, except the road-bed, 100 feet wide, and its 
personal property shall also be liable to tax in the townships 
through which 1t passes. 

No franchise heretofore granted, or hereafter to be granted 
to build or operate any railruad, bridge or ferry shall be held to 
be exclusive unless expressly so provided in the grant. 

Companies organized under this act must commence their 
road within six months and complete it in two years irom date 
of commencement, if less than 50 miles long. An additional 
six months is allowed for every additional 20 miles. The road 
must be opened for business when 50 miles is completed. 

Finally, in case of the repeal or alteration of this act, such 
repeal or alteration shall not affect any company organized 
under the act unless it shall be expressly so stated. 


Northern Aroostook. 

Surveys for this road have been commenced at Mattawam- 
keag, Me., which is on the European & North American road 
58 miles northeast of Bangor. 

Columbus & Hocking Valley. 

This company tiled a certiticate of the increase of its capital 
stock from $1,500,000 to $2,500, 000, with the Secretary of State 
of Ohio, March 27. 


Port Royal. 


The stations and distances on this newly-completed road are 
as follows : 
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At Yemarsee, 53 miles from Charleston and 51 from Savan- 
nah, the road crosses the Savannah & Charleston Railroad. 
Railroad Taxes in Pennsylvania. 


The Harrisburg (Pa.) State Journal gives the following state- 
ment of taxes 4 by some of the railroad companies of that 
State during the year ending November 30, 1872: 





IIs cco ae cuiccedcccsecccevene LER LApkekeeareeS $883.335° 30 
PR NI issn 5: 5:504 utes cqassadiencucupwaenenta 50,013 38 
Philadel,.hia & Reading................. ..« peaibelace eee 283,514 65 
Philadelphia, Germantown & Norristown................. 52,445 17 
Poiladelphia, Wilmington & Baltimore.............. ..... 12,990 18 
ann 7,067 80 
West Chester & Philadelphia 8 632 71 





“The enormous amount contributed by the Pennsylvania 
Railroad Company isitemized as follows: Tax on corporation 
stocks, $184,715.12; on loans, $97,893 41; on gross receipts, 
$149,238.58 ; on tonnage, $91,488.19 ; and commutation tonnage 
tax, $360,000.” 


Louisville & Nashville. 


This company contracted last fall for 32 new locomotives 
from the Rogers Locomotive Works at Paterson, N. J., 16 of 
which have been delivered. Tie company has also added 750 
freight cars to the equipment since September, and lately con- 
tracted with the Ohio Falls Car Company at Jeffersonville for 
300 additional cars. 


Jacksonville & St. Augustine. 


The Fiorida Legislature has granted this compan os 
to extend its (projected) road from St. Augustine, Fia., sout 
about 4) miles to the Halifax River, and toincrease its capital 
to $1,500,000. Authority is also given to the company to use 
rail of not more than 30 pounds to the yard, or angle iron rail, 
if preferred. ‘ 


North Pacific Coast. 


The surveys are completed from Saucelito, Cal, on San Fran- 
cisco Bay, north through Tomales to Duncan’s Mills on the 
Russian River, a distance of about 80 miles. It is not proposed 
to extend the road beyond the Russian River at present. ork 
has been commenced and the company hopes to have a large 
part of the road completed during the present year. 


White River Valley & Texas. 


This company pape building a railroad from Jacksonport, 
Ark., on the Cairo & Fulton, south down the valley of White 
River to Daval’s Bluff on the Memphis & Little Rock road, and 
thence southwest. to the Texas line. From Jacksonport to 
Duval’s Biuff the distance is 65 miles, and from Duval’s Bluff to 
the Texas line 200 miles. Some local aid has been secured. 


Vicksburg & Nashville. 


The annual report of the President of this company says that 
upon the first 25 miles, originally let, all the clearing has been 
done ; 20 miles of road has been graded ; the bridges built, the 
trestles and culverts completed, and the cross-ties delivered on 
the right of way. On this work the sum of $119,396 has been 
expended. The locating lines have been run from Okolona, 
Mias., to Grenada, and the line established from Okolona to 
Woodward, in Calhoun County, 28} miles, and from Grenada to 
the Yallobusha River, 16 miles. A preliminary survey has also 
been made from Grenada to Greenwood on the Yazoo River. 
Iron enough to lay 35 miles of road has been secured and also 
the necessary rolling stock. It is hoped that the track on the 
first 25 miles ean be laid this spring. ~~ . —y 











